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Evansville, Indianapolis and Cleveland 
Straight Line Railroad. 

Mr. 0. H. Smith, President of the Evansville, 
Indianapelis and Cleveland Straight Line Railroad 
takes exception to the article upon the above 
road in the Journal of March 31st, in which we 
objected to the sale of certaia Real Estate Bonds 
issued by his company, and which he is attempt- 
ing to dispose of in this quarter, on the ground— 

Ist, that the company were attempting to bor- 

row for the first estimates for work done on 
the road, on bonds not secured by a mort- 
gage on the road. 
2nd, that the road would not, at a cost of $40,- 
000 per mile, pay, if constructed. 

8rd, that the project was a speculation, having 
been put under contract at $30,000 per|: 
per mile, although its estimated cost was 
only $15,000 per mile, which was undoubt- 
edly a liberal allowance. ~ 


4th, that a portion of its line was parallel to a 











road already built ‘arenah the instrumen- 


tality of Mr. Smith. As the former line, 
according to himself, would be 8 miles the 
shortest, its construction would destroy the 
value of the other in which he had induced 
the public to invest on the representation 
that it was the dest route between the ter- 
mini. 

(1st) The question of the propriety of issuing 
bonds before a road is even surveyed, or put under 
contract, we refer to the public, to whom, in the 
present instance, they are offered. The company 
was organized in 1853. In December following, 
some time before the road was put under con- 
tract, a batch of real estate bonds were issued, 
which Mr. Smith has been attempting to sell, to 
pay, we presume, the early estimates for construc- 
tion. These bonds he brings to the Eastern States 
for sale. We object on the ground, that where 
the first estimates cannot be paid by the money 
of the people living upon the line of the road, it 


4/is not a project in which people living at a distance 


can safely invest. 

(2nd.) With regard to the probable productive- 
ness of the road we cannot see how such a project 
can be profitable at a cost of $40,000 per mile, 
while roads upon vastly better routes in the State, 
and costing only about one-half the above sum 
per mile, are hardly able to pay 7 per cent,, and 
others are able to pay but little more than running 
expenses. For a very considerable portion of its 
distance, Mr. Smith’s road is in the immediate vi- 
cinity of the Wabash and Erie Canal. This, taken 
in connection with the fact that the south-western 
is one of the poorest and most sparsely settled 
portions of the State, warrants us, we think, in 
saying that at a cost of $40,000 per mile it cannot 
pay. 

(8rd.) From the fact that items which were 
estimated by Mr. Smith to cost jifleen thousand 
dollars, per mile, were put under contract at thirty 
thousand per mile, we stated the scheme to be, in 
our opinion, a speculation. This Mr. Smith denies, 
and states that his estimate of $15,000 per mile 

‘was a mere guess, exclusive of buildings, and that 
the contract for thirty thousand dollars included 
buildings, machine-shops, &c., the whole payable 
in stocks and bonds at par.” Let us look at this 
655 alittle, °* 


In his address to the company, under date of 
May 12th, 1853, Mr. Smith states that “from my 
knowledge of the general character of the country 
through which it will run, I estimate the average 
cost of the line, allowing for the increased price of 
labor and iron, up to the rolling machinery, in- 
cluding everything at fifteen thousand dollars per 
mile, constructed in the most substantial manner,” 
&ec. If everything, does not include buildings, we 
should like to know what it does include, That 
these were included is fully proved by his estimat- 
ed cost of the road-bed, bridging, wooden super- 
structure, masonry, &c. In reference to these 
matters he says, on page 12 of his address :—“To 
prepare the road for the iron, including everything, 
it will not require over five thousand dollars per 
mile, or $750,000 for 150 miles between Evans- 
ville and Indianapolis; nor over three thousand 
per mile, or $225,000, for the section of 75 miles, 
from Indianapolis to Union.” Deducting jive 
thousand the estimate for grading, bridging, &c., 
&c., would leave ten thousand dollars per mile for 
buildings, and machine shops, or $1,500,000 for 
the lower division of 150 miles; a pretty fair al- 
lowance, we should think, and an amount five 
times greater than would be required ! 

But Mr. Smith tells us his estimate was a guess. 
Let us see how this guess was verified by actual 
surveys. 

In his statement under date of December 24th, 
1863, nearly eight months subsequent to that just 
quoted from, he says—“Mr. Moore, our Chief En- 
gineer is progressing finely with the permanent 
location of the road, having commenced at the 
Ohio river at Evansville, The result thus far is 
highly gratifying. A very favorable line is obtained 
at nearly 50 per cent, less of estimated cost than was 
expected ; and from the lights now before me, I anti- 
cipatle equally favorable results as the permanent lo- 
cation of the line progresses.” 

Mr. Smith attempts to excuse the placing of his 
road under contract at $30,000 per mile, or twice 
the estimated cost, on the ground that this.esti- 
mate was a mere guess made in advance of surveys. 
But he forgot that he had subsequently stated 
that a permanent location of his road had reduced 
this estimated, (or guessed), cost about. 50: per 
cent! That is: He estimated the cost at $15,000 





per mile, The location of the line reduced the 
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— 
cost of graduation about 60 per cent. Yet in the 
face of this reduction he puts the road under 
contract at one hundred per cent. advance! We 
think Mr. Smith will have to guess pypin before 
he gets out of this dilemma. 

(4th.) Mr. Smith states that the line of his 
road does not extend from Evansville to Union, 
but from Evansville to Indianapolis ‘“‘only.”—Let 
us see— 

The 8rd ef the articles of association under 
which the road was organized is as follows: 

“The purpose of this corporation is to construct, 
own and maintain a railroad from the city of 
Evansville in the county of Vanderburgh, by way 
of the city of Indianapolis in the county of Marion 
to the Town of Union, in the county of Randolph, 
in the State of Indiana. The said railroad to pass 
through the counties of Vandenburgh, Gibson, 
Pike, Daviess, Green, Owen, Morgan, Marion, 
Hancock, Henry and Randolph in said State.” In 
the 5th article it is stated that ‘‘the length of the 
road as near as may be, will be two rageac ees and 
twenty-four miles. 

According to the articles of association, the line 
of railroad is precisely as stated-by us. We have 
already shown that the cost of the entire line was 
estimated for in the address of the President to 
the Directors. 


Again in Mr. Smith’s address, describing his 
line, he says: “Jt is about 225 miles in length from 
Evansville to Union ; vhere is 150 from Evansville 
to Indianapolis, seventy-five miles from Indianapolis 
to Union, our Eastern termicus. The 76 miles 
between Indianapolis and Union may be located 
on a tangent without a curve, or a bridge of over 
50 fi. span, upon a twenty-fiveft. maximum grade.” 

It strikes us that after Mr. Smith’s assertion 
that the line of his road extended “‘only” from 
Evansville to Indianapolis, the proof of the con- 
trary, drawn from his own mouth places him in 
rather an awkward predicament. 

So much for proofs drawn from Mr. Smith’s 
own record. We might go further, and give some 
account of his connection with the Indianapolis 
and Bellefontaine road. This road was projected 
by him, by whom it was mainly controlled during 
the period of its construction. . The road un- 
doubtedly should have been constructed on a direct 
line between Indianapolis and Union. Mr. Smith 
tells us it could have been graded at a cost of 
$3,000, per mile, having no bridges with spans ex- 
ceeding 50 feet, with average grades of 25 feet to 
the mile, and upon a straight line. Why did he 
not take this line for the Bellefontaine road ? Be- 
cause he owned some property at Yorktown or 
Mancietown and curved the road to promote his 
private interests. The location of the road in some 
instances was so palpably wrong that the locating 
engineer, as we are informed, refused to locate it 
in obedience to Mr. Smith’s wishes, without ez- 
press instructions, determining not to risk his pro- 
fessional reputation by being responsible for the 
line adopted. Mr. Smith thus prostituted his po- 
sition to advance his personal ends. Soon after 
the road was completed he became obnoxious to 
a majority of the stockholders, left the company, 
and took up this new project which, if built, 
eouid have no other effect than to destroy one in 
which he had, only a year or two before, induced 
the public to invest on the ground that it was the 
best route between the termini! When he left the 


Bellefontaine road, he threatened, as we are well 
informed, that the stock should come down to 
50 cents on the dollar, and now gloats over the 
fact, that it has reached this figure. He may 
for a time dissemble his intentions, as he has seen 
with what indignation his unprincipled and out- 
rageous proposition was received; but no one 
that knows him will doubt that he will build the 
portion of his line between Indianapolis and Union 
the moment he finds it in his power todoso. He 


may smother his rage for the present, but it burns 


no less fiercely, notwithstanding. That he has 
formed a company for this very purpose, and pro- 
claimed both at home and abroad what he in- 
tended, shows the man. The moment he pro- 
claimed this purpose he was a fallen man, and for- 
feited self-respect and the confidence of every up- 
right mind.’ If men in the responsible position 
of President of railroads Will, upon a frivolous pre- 
text, or an imaginary affront, repudiate every 
pledge they have given to the public, and seek to 
destroy a work once entrusted to their care, we 
should like to know what we are coming to. Mr. 
Smith’s straight line between Indianapolis and 
Evansville is not so direct a line as the line of the 
Bellefontaine road. If in like manner as with the 
directors of this, he quarrels with the company 
with which he is now connected, what assurance 
can he give us that he will not undertake a new 
straight line for the purpose of ruining the crooked 
one into which he now is i sta to delude the 
public ? 

Mr. Smith strives to give the impression that 
our notice of his road was an unwarranted and 
unexpected attack upon his project. He has long 
known what we thoughtof it. Nearly a year ago we 
wrote him a private letter, dictated by the kindest 
feelings, urging him to proceed no further ; point- 
ing out the change in the public sentiment in re- 
ference to railroads; expressing our conviction 
that he could not build his road, that it would not 
pay if built; and that, if persisted in, he would 
find himself involved in the pressing troubles 
that were weighing so heavily upon all our com- 
panies. His reply was what might probably have 
been expected, a puff of the project and himself. 
He continued to write such puffs till he found we 
would publish them no longer. 
proceeding is to impose upon the public confidence 
by the magnificence of his assumptions. To gain 
favor abroad, he fills Eastern prints with magni- 
loquent puffs of himself and his scheme, written by 
himself, and encourages people at home with as- 
surances of the wonderfal popularity of his road 
abroad, as evidenced by the favorable notices of 
the press! Such things are enough to sicken any 
man possessing the least particle of sensibility. 

We have simply done our duty to Mr. Smith. 
We entreated him in season to abandon his 
scheme, He knows well, as does the recent Vice 
President of the road, that we intended to warn 
the public against the project, if the company 
came here for money before they were entitled to 
borrow. That he feels some chagrin we can 
imagine; but we certainly thought he had more 
sense than to get into a controversy with us, when 
he must have known that we had by us the means 
of making good from his own mouth every word 
we had uttered. A man that talks and writes as 
much as Mr. Smith does, has need of a better 





memory than he appears te possess, 


His method of 





Knoxville and Kentucky Raltiroad, 
The Chief Engineer of this road, M. B. Prich- 
ard, Esq., in a letter addressed to the President 
of the Lexington and Danville Railroad, makes 


the following statement in reference to the 


former. 


' “A survey was made, two years since, under 
my directions, of the entire line from Knoxville to 
Danville, and a practicable route found with 
grades not exceeding 52 8-10 feet per mile. A 
report was also made and published in the news- 
papers of this section. I have no copy, and fear 
I cannot find one to send you, 

The estimated cost of the road in Tennessee (a 
distance of—say 60 miles) is $1,750,000. 


The Company have stock .subscriptions of the 


city of Nnoxville, for.............46. $50,000 
WR TIME ove $0.00 celne cabs cecesecce 100,000 
Anderson County .... cco. coce coos coves 100,000 
Campbell county .... 6... ..2. seee eee 50,000 


Individual subscriptions in Knoxville & 





Oy GD: NG in 0g, 0954 o'ved 6008 deed Saas 0,000 
$450,000 

State loan for Clinch river bridge....... 100,000 
Do. for Iron and Equipment..... 600,000 
BORE 00m cove tooe once cece kas $1,150,000 


Aid is expected from the East Tennessee and 
Georgia Railroad Company; also from the cities 
of Augusta, Charleston and Savannah. 

There will be no difficulty in providing for the 
portion of the road in Tennessee, if Kentucky will 
take care of her part. It is the intention of the 
company to commence the location in a short 
time, and put the whole line under contract this 
season,” 





The Debt of St. Louis. 

The present bonded debt of the city of St. Louis 
is $3,859,096, and the annual interest payable 
thereon is $282, 743, a portion of which, however, 
is refunded by the several railroads, to which 8:. 
Louis has loaned her credit or subscribed for 
stock, The increase of the debt during the past 
year, was $605,000, as follows: 


North Missouri Railroad.... ........... $200,000 
Iron Mountain ot Sai e.g acheive 100,000 
To new Water Works.... ..........2-. 106,000 
Harbor egg a seeeceecveee 50,000 
Wharf North.. 65,000 


The balance is for sewerage. The average at 
which the city bonds for the above works were 
negotiated is about 86 per cent. Considering the 
stringency and deranged state of the money 
market during the past year, the price is very 
creditable to St. Louis. 





Florida Railroad, 

We had the pleasure yesterday of meeting A. 
Bangs, Esq., the managing contractor of the firm 
who have engaged to build the Railroad across 
the Peninsula of Florida from Amelia Island to 
Cedar Keys. Mr. Bangs informs us that he ex- 
pects to have two hundred hands on the road in 
a few days, and that the work will be pushed on 
as fast as possible, there being no lack of funds. 
Mr. B. left last evening for Charleston to make 
arrangements for the immediate commencement 
of the work upon the piling and bridge of Nassau 
river.— Savannah Republican, 





Pacific Kailroad Surveys. 
EXTENSION OF THE ROUTE OF THE THIRTY-SECOND 
PARALLEL TO SAN FRANCISCO. 

For a connexion with the Bay of San Francis 
co, the most direct route from the San Gorgonio 
Pass would be through one of the passes leading 
from the plaia of Los Angeles to the valley of 
Salinas river. The practicability of these passes 
is yet to be determined, and exploration is noW 
being made for this purpose. With the informa- 
tion now possessed, the Bay of San Francisco 
must be reached by crossing the Coast range t0 
the Great Basin, passing over its south-western 
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extremity, then crossing the Sierra Nevada and 
descending to the Tulares valley. 

The best pass by which to reach the Great 
Basin is the “New Pass,” made known by Lieute- 
nant Williamson’s explorations. 

Descending from the summit of the San Gorg- 
onio Pass to the town of San Bernardino, 24 or 
25 miles distant, with natural slopes less than 80 
feet per mile, excepting for 1.3 mile, where the 
slope is 127 feet per mile, the route to the Mis- 
sion and Low Pass of San Ferrando (about 100 
miles from the summit of San Gorgonio) is over 
a country giving gently undulating grades, and in 
other respects favorable to construction, in fertile 
soil, building-stone, water, and fuel. 

‘The San Fernando Pass is about eight miles 
through. Its summit bas an elevation of 1,949 
feet. A tunnel is required one-third of a mile 
long, through soft sandstone, 203 feet below the 
summit. An ascent of 620 feet is made on the 
south side, with grades of 1]5 feet per mile for 
four miles along the natural slopes, which cannot 
be reduced by side location without great ex- 
pense, and a descent of four miles of 115 feet per 
mile, with heavy side-cutting in earth on the 
north side. The ascent to the New Pass in the 
valley of Santa Clara is now begun, and with a 
cut of 50 feet for a short distance at the summit, 
is attained in 29 miles over natural slopes with- 
out side location, and with grades varying from 
55 to 105 feet per mile. For the space of one 
mile on the ascent, the mountains close in pre- 
cipitously, and the streams wind abruptly ; and it 
may be necessary here to cut two or perhaps 
three short tunnels, from 100 to 300 feet long, 
through slaty granite. The elevation of the sum- 
mit is 3,164 feet. Descending to the Great Basin, 
cutting and filling will be required for two or 
three miles to adjust the natural slope to the grade 
west of the summit. After that, and until des- 
cending into the Tulares valley by the Tah-ee- 
chay-pah Pass, a distance of about 70 milcs, the 
ground will require little preparation for the su- 
perstructure. The lowest level descended to in 
the Great Basin is about 2,900 feet. 

The Tah-ee-chay-pah Pass, first explored 
throughout by Lieutenant R. 8. Williamson, is 
the most favorable in this part of the Sierra Ne- 
vada. Its summit is a nearly horizontal prairie 
for 74 miles. The elevation of its entrance from 
the Great Basin is 3,300 feet, from which the na- 
tural slope ascends at the rate of 22 feet to the 
mile for 12 miles, then at 80 feet per mile for 9 
miles, tv the prairie summit, 

The descent to the Tulares valley is 154 miles 
by the natural slopes, which vary from 153 to 192 
feet per mile, a side location in earth-cuttiag giv- 
ing an average grade of 144 feet per mile for 17 
miles, which may be reduced still further by an 
extension to 21 miles—the Tulares valley being 
entered at an elevation of 1,489 feet. There are 
two intervals of 13 and 17 miles in the Great Bas- 
in where there is no water. Artesian wells here, 
as in the similar formations between the Rio 
Grande and the Gila, will probably reach supplies 
at moderate depths. Deep common wells may be 
successfully resorted to. 

The natural slopes of the three passes just con- 
sidered are within the power of a 30-ton engine 
with a load of 200 passengers, each with 100 
pounds of baggage. 

Supposing 20-ton engines used, and that they 
carried the maximum loads adapted to the other 
portions of the road, where the greatest grades 
are 40 feet to the mile, it would be necessary to 
divide this load into three parts to pass a grade 
of 160 feet per mile ; and the grades being brought 
to that, its disadvantage consists in the expense 
of two additional engines worked through the pas- 
ses. 

From the head of the Tulares valley, the navi- 
gable waters of the Bay of San Francisco may be 
reached in several ways. 

The eastern side of the Tulares and San Joa- 
quin valleys is intersected by numerous streams 
from the Sierra Nevada. The western is bounded 
by the Coast chain, and has few streams, That 


part of the Tulares valley between Kern and San 
Joaquin rivers, a space of 150 miles, having a soft 
alluvial soil, is, at certain seasons, miry ; a road, 
therefore, extending through it, should keep near 
the foot-slopes of the mountains. From the Tah- 
ee-chay-pah Pass to the best point of crossing 
Kern river, 214 miles, the route passes over a dry, 
dusty plain, destitute of water and fuel, the soil 
of which is not well constituted for fertiiity. 

From the crossing of Kern river to the second 
crossing of the San Joaquin, near Grayson’s, the 
numerous river-beds or bottoms should be cross- 
ed on piles, the spaces varying from 50 to 300 feet 
—the greatest width to be spanned not exceeding 
100 feet. From Tah-ee-chay-pah Pass to the 
Straits of Martinez, the location distance would 
be 288 miles. The most direct route to San Fran- 
cisco from the Tah-ee-chay-pah Pass will be feund 
through one of the passes known to exist in the 
mountain range separating the Tulares and San 
Joaquin valleys from those of the Salinas and San 
Jose rivers. The distance through it is about 10 
miles ; the elevation of the passes about 600 feet. 
From Tah-ee-chay-pah Pass the route should 
cross to the western side of the Tulares valley, 
around the head of the lakes, and enter the Sali- 
nas valley .as soon as practicable. 

The soil of the Tulares valley, nerth of Kern 
river, and of the San Joaquin valley, is well con- 
stituted for fertility, and needs merely the proper 
amount of water to be highly productive. Suffi- 
cient water and fuel for working parties can be 
found at convenient distances on this section, (ex- 
cepting where it crosses the Great Basin, and ap- 
proaching Kern river; the amount of dedciency 
on these portions having been already given.)— 
Lumber and good building-stone are found at 
various points in the mountains, accessible from 
their foot-slopes. For fuel for locomotives, the 
coal of Puget sound and Vancouver’s island must 
probably be depended upon. 

The topographical features of this extension of 
the route are, with the exception of the moun- 
tains, favorable to cheap construction. The 
mountain passes are likewise of a favorable char- 
acter, their only objectionable feature being their 
high grades. The nature and extent of this ob- 
jection has been already stated, and, it is seen, is 
not serious. 

From Fulton to San Francisco the distance is 
2,039 miles ; the sum of the ascents and descents 
42,008 feet, which is equivalent to 795 miles ; and 
the equated length of the road is 2,834 miles; the 
estimated cost is $93,120,000. 

To Lieutenant Williamson, assisted by Lieuten- 
ant Parke, was intrusted the survey of a route 
from the Bay of San Francisco to the junction of 
the Gila and Colorado rivers, connecting with the 
ports of San Pedro and San Diego on the one 
side, and on the other with the most practicable 
mountain passes. His work has been thoroughly 
and handsomely executed, presenting much new 
and valuable information of the mountain passes 
on the southern portion of the Sierra Nevada and 
Coast range. The geological examination, made 
under his orders, is highly creditable and instruc- 
tive. 

The examination of the middle section of the 
route of the 32d parallel, by Lieutenant Parke, 
was very thorough, and highly creditable, though 


executed with small means ; and his repert very 


satisfactorily exhibits the character and essential 
features of the country over which he passed.— 
The scientific labors of the boundary survey, 
which had been previously performed in this re- 
gion, rendered it unnecessary to do more than 
make what may be strictly called a railroad ex- 
ploration. ; 

The examination of the eastern portion by Cap- 
tain Pope, assisted by Lieutenant Garrard, of the 
dragoons, was made under the most disadvanta- 
geous circumstances, the party haying been or- 
ganized at a remote point, where neither instru- 
ments, nor assistants specially instructed in the 
scientific branches connected with the survey, 
could be procured. It was, however, creditably 
performed, and satisfactorily exhibits the topogra- 
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)phy and general character of the country along 

‘the line surveyed. ; ee 
CONCLUSION. 

To aid in a comparison of the several routes, 
reference is made to a table prepared by Cap- 
tain A. A. Humphreys, and hereto appended. 

With regard to the estimates of cost, although 
believed to be as accurate as can be made under 
present circumstances, they are considered as in- 
tended not so much to show the absolute sums of 
money which wovld build the several roads, as to 
represent the relative qualities of material and la- 
bor required for the purpose. If now tested in 
the actual construction of any one of the roads, 
they will doubtless be found to contain many er- 
rors; but as the same data have been assumed 
on all the routes, the same amount of error will 
probably be found in each, and the actual expense 
will thus preserve the same proportion. 

With regard to the equated lengths of the sev- 
eral roads, or, in other words, the influence of as- 
cents and descents upon the expense of working, 
it is proper to direct attention to the remarks of 
the engineer, appended to the tables, in which he 
states that, on all the routes, the amount reported 
will be subject to increase when the minor undu- 
lations of the ground: shall be measured ; and this 
increase will be greatest on those routes and in 
those portions where the features of the country 
are less regular—that is, where there are most of 
such minor undulations to be measured.- The 
equated distances also affect the cost of working 
a road only under certain circumstances, which 
may or may not exist on the contemplated route. 

A comparison of the results stated above, and 
of those exhibited in the tables referred to, con- 
clusively shows that the route of the 32d parallel is, 
of those surveyed, “the most practicable and econ- 
omical route for a railroad from the Mississippi 
river to the Pacific ocean. 

This is the shortest route; and not only is its 
estimated cost less by a third than that of any of 
the other lines; but the character of the work re- 
quired is such that it could be executed in a vast- 
ly shorter pesiod. It is obvious that a road on 
any of these routes, with the exception perhaps of 
the 47th parallel, must be built continuously from 
the two extremities, and an obstacle that arrests 
its progress at any point defers the commence- 
ment of all the work in advance. The tunnels 
and much of the other work on the more norther- 
ly routes in the most desolate regions are such as 
could not be commenced until a road was con- 
structed up to those points, and would then re- 
quire a long period for their completion. , 

On the southernmost route, on the contrary, the 
progress of the work will be regulated chiefly by 
the speed with which cross-ties and rails can be 
delivered and Jaid, the nature of the country being 
such that throughout the whole line the road-bed 
can easily be prepared in advance of the super- 
structure. The few difficult points, such as the 
Pass of the Guadalupe and Hueco mountains, and 
the passes between the Rio Grande and Gila, 
would delay the work but an inconsiderable peri- 








This peculiarity of the ground presents another 
advantage in the fact that temporary tracks could 
be laid upon the natural surface of the earth to 
almost any extent, to serve for the transportation 
of materials and supplies. 

The climate on this route is such as to cause 
less interruption to the work than on any other 
reute. 

Not only is this the shortest and least costly 
route to the Pacific, but it is the shortest and 
cheapest route to San Francisco, the greatest com- 
mercial city on our western coast: while the ag- 
gregate length of railroad lines connecting it at its 
eastern terminus with the Atlantic and Gulf. sea- 
ports is less than the aggregate connexion with 
any other route, as will be seen by reference to 
the appended table B. , 

With regard to the circumstances which affect 
the cost of working and maintaining the road,they 
are more favorable than on any other rouse, In 
this dry climate the decay of cross-ties and other 
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timber would be:very slow; and the absence of 
severe frost would have a most jmportant influ- 
ence upon the permanence of the road-bed. and 
heavier grades could be adopted than in « climate 
where ice aud snow prevail. A 

The snows on-all other routes, except that of 
the 36th parallel, could not fail at certain seasons 
to suspend the working of the road, for on ail, 
such snows are known to have fallen as would 
interpose an effectual barrier to the passage of 
trains, Such an occurrence in this desolate region 
would be attended with more serious consequences 
than in inhabited districts. 

In only one important respect is this route sup- 
posed to be less tavorable than some of the others 
and that is in the supply of fuel. The ditference, 
however, in favor of tne others is not great, unless 
the existence of coal at Certain points along those 
routes where it is indicated sbould be veritied by 
further examination. ‘the cost of fuel is about 
one-fifth of the whole expense of maintaining and 
working a railroad, 

‘The grades of the several routes, and other si- 

* milar intunmation, will be found upon the sheets 
of profiies compiled in the office. 

du we determination of the explorations proper 
to be made—iu the examination of the reports of 
the surveying parties, the preparations of the pro- 
files, and of « general map vo exhibit, in their geo- 
graphical relauion to each, all the roates of which 
@u lustrumental examination had been made—l 
am greatly indebted to the assistance which has 
been rendered by the officers of the corps of topo- 
graphical evgineers employed in the office estab- 
lished here in connexion with the explorations di- 
recied by the act; and I will here especially ac- 
kuowledge my obligations to Major W. H. Emory, 
Whose extensive Knowledge ol the western regions 
of our country, nu small part of which he had 
actually explored, and whose sound judgment in 
all thiugs connected with topographical reconnais- 
sance and ficid operations, gave me important aid 
in the organizatiun of the work and the subse- 
quent office examinations necessary to systematize 
its results, 

When, in August, 1854, Major Emory’s duties 
a8 Commissioner to run the boundary-line between 
Mexico and the United States separated him from 
further connexions with these explorations, he 
Was succeeced by Capt. A, A. Humphreys, whose 
high scientific attainments and power of exact an- 
alysis had been manifested in several important 
positions which he had held, and are further shown 
in tue table aud comprehensive examination, here- 
With submitied, of the reports of the several par- 
ties of explo”ation, 


Lieutenant G. K. Warren, first under Major 
Emory, and subsequently under Captain Humph- 
reys, has been specially inirustwed with the pre- 
paration of the material and the construction of 
the general map, together with the compilation of 
protiies ofall the routes which had been instrument- | 
ally surveyed, and the collection of all general in- 
formation which would aid in the determination 
of the question before the department. ln these 
duties ue has recently had the zealous and eftici- 
ent aid of Lieut. H. L. Abbott. 


These laborious and important duties have been 
performed by the officers above named with the 
most commendable diligence and intelligence, and 
much of whatever success belongs to the prepar- 
ation and presentation of the matter collected is 
due to these officers. 

Captain McUiellan, of the corps of engineers, af- 
ter the completion of his field operations, was di- 
rected to visit various railroads, and to collect in- 
formauion of facts established in the construction 
aud working of existing roads, to serve as data in 
determining the practicability of constructing and 
working roads over the several routes explored.— 
The results of his inquiries will be found in a very 
valuabie memoir herewith submitted. 

Very respectfully, your obedient servant, 

JEFF’N DAVIS, 


Secretary of War. 
Hon Linn Boyp, 
Speaker of the House of Representatives, 


OOO IZI'LITG 010M sozeUNIy8e SIFT “8eqNOI 


dng 


1180 
Stes & oq 0} oyNOI O44 Suisod 


-+** oped ueg 


0} U0IN Woy ‘jorTered pZg 24} 1veU oynOY 
ss**J9ATT OAR 


-OW ot} Woy ‘oosiouvig Ug 0} pros youRIg 


****Ol1peg uvg 03 qIIMgG 


qioq Woy ‘joyeaed qWiIgg ey} J¥vou oyNOY 


****sosseg UlfopeyyY pue ed-0j-099-000 043 
-£eyo-00-yey, pue vd-09 


**** J9ANODUBA OF [NV 


0} J10d4s0 M4 WO; ‘owM¥S OUT, 


****919980g 03 GOUey} TOISUSyx™ 


Aq oostouvsg U¥g 0} 4100980 M4 


mou ‘sjayfered 4IG6g Pus 4IgE 943 1vEU eyNOY 


esq ozt'6s 70'S OIFT" 


*sosseg qed 


4jqeqosd [tH joryeaed pzg og} aveu oyNOI 
) suOI}YNPUN JoUIM oY} JO UNS bY 


sees sees sees QostoUBl gy UG 0} UOIsUSI XW 


"***eloueg 0} sBnig [Lung wo sseq 





eeee ee 


‘IQ mod ‘sjoyjered WISP puUe 4IZPF Iv98U eyNO'Y 


yynog eia‘spol[esed pZF pue ys] F og} veuojnNoY 
‘SOI “SOLIT 


Aq oosiouvlg ueg 
-eY9-000 043 


d WIGg OY} Av0u OyNOI EY} 10J OFVU 
‘ouly 94 


Distance in straight line. 


‘000'080' LE pue 


SPVOI OY} 1OJ PoVUIIJSo YIOM Jo JUNOW ON} TIM 
*‘S@]NOL 1OYj}O 94} S¥ 4809 Pos¥OIOU] JO PILPULS OTULS C4} 07 FYFN0Iq Useq FulAey suoacig “AO JO SON) “COBO O44 JO SOIVUIISS OY} GI ESOT, » 


‘LT OOFT 


un quia 
6ST 09st 


T9T 


Distance by proposed railroad 
route, 


907 


8 04} UI Pepnyour jou 
G 


“Je JO JSBO] 043 OQ 


6%] 10} 4eq} ‘soqnor 10430 04} JOJ ULYyy [oT]eied 44,F Ot} Jo oJNOI EY} OJ J9jwoIS oq Ajquqoad [1M (ToAIS o10q SJUSOSOp pu sjuedse Jo WN 
ROY} SI [O][B1e 


‘gr Fos’. ScPT’’ 


2. 
2 


iL 64} JO couvijUue 043 03 (49ATI JoIACYg AveT) SUIeJUNOM de-00-yNY-UL oy} Woy yUSOSEp WIO}1 


Sum of ascents and descents, 


OST‘OL OFF 
68%'S F8L'cs 819 
00g‘2 


90¢ 


‘4000 


000‘T 


Length of level route of equal 
working expense. 





o9e'e F1G°99 0627'S OFL'T 
czI'e 986'6F 080'S OFL'T’ 


918°% ZI8'SF 
"SOT 


O8T 


‘quejodw! semi00eq S}]USOSep PU s}UEDS¥ JO Wns 04} ‘ssouIsNg Iq S1oIy AAvOy 
Geo 


‘op 
*91q,}010 UII St 


Cowparative cost of different 
routes. 


*sSeox0 Ul A[oSI¥] eq 09 4Y: 
O0O'TSL‘OSTH* 102° O01 


000'001'¢ 
000'626'89 
000'¢86'6T 
¢92'01z‘69T t 
peol 049 4eq3 
yeois os 4s0p 
000°S60°9TT 
000‘060‘0T « 


Number of miles of route 
through arable land, 


RES ROUEN SAE ON br aR 


9L8 
80F 
029 
3&9 
T9L 
PLE 


S28 
9T 


sulpucdselico sqjSue] poyenbe oy} ‘yi0des sq} Ul 
019 


ep oy) Jo ucsluvdwmMOoD Y 


No.miles of route through 
lands generally unculti- 
vable, arable soil being 

found in small areas. 


« 
a 
ibs sis ES 


JU JNq sey syUedsep puY syUCDSY JO TINS OY} 03 





OL 
OIZ'T 
#8 

9LF'T 
029'T 
09F'T 
00F'T 
06F'T 


No. of square miles of 
sums of areas of largest 
bodies of arable land in 

uncultivable region. 


*SUIVIJULOM VpeACN Vielg PUY SpYISeH oy} S¥ Isom IF] S¥ [IOS BIQVA!]ND JO SVOIE 04} OpPNOU! JOU Op suns ossyy, 


‘uolZo1 9]1I01g 


Oot'T |! 
ooT'T Ii 
000°T Il 


008% 
0082 
OOr'T 


No. of miles at an elevation 
above 0, and less than 1,000 
feet. 


062 
S8h 
062 
coe 
G1Z 
OE 
Ost 
T9L 
OLY 





No. of miles at an elevation 
greater than 1,000 and less 
2,000 feet. 

2,000 and 3,000. 


3,000 and 4,000. 


008 
or 
L¥ 
808 
9L 
OLT 
0s¢ 


“Ope Ul Og JOUULD SeyNOI 64) Jo C’N}KAIND Jo 603 
3 sg 99 0g 
09 809 OLT OOT 
bd 


‘onjea TVojowid oT 


4,000 and 5,000. 
5,000 and 6,000. 
6,000 and 7,000. 
7,000 and 8,000. 
8,000 and 9,000. 
: 9,000 and 10,000, 


82 16 O8L O22 


96 8% 908 OOT S8T 092 


".0F9'6 JO TON ZEO'OT OZ OS GOT OLT ¥8Z GZL SFI O6T 


~eaAojo }¥ [ouUN , 


. 
oe 
. 


0G LOT O16 98% 08S O9T O1Z 


Summit of the highest pass 
on the route, 


‘oping 2) 07 rddassissa py 24) wosf pvoiyivs v sof poso;dza synos yosaaas ay) fo “ap ‘qs09 ‘syz Sua paywnba ‘syuaosap puv syuacsy fo suns ‘sygFuaz ay}? Surmoys 2gnL—'V 





$18'8 
00g 


"6129 JO 10M FFO'D 
“Sago qv louuny, 





LIL‘g 
CLF L 





“43 0F9°6 JO ON ZEO'OL OZ OS GST 09 OLI 99% SFE SOT 


“noys0ddns o[qvioavy ysou 04} ‘ssegq qed-Ley-00- uv 
-BAg]o 4v jouuNy, 


pue yuomdinbo [ny & WIM 
409} OY} JO 4eq} 03 poonper yaowdinbe stq pue 








Bad 


"IYI YT FY} OF TAAISSISSI HT 9Y7? WOLf PVOAPIVA VD LOf PILO]AZS SIINCAL JOLIAIS GY} JO IP FoI SYPJOML PIFOUNA OFUONEP PES OPEL FE OOS OTTER ODE OEE EEE EE AEE 





BRI Ss ities 








pRkiat ie SS: 


REL Ree AR Shas ode’ 


praise 


AMERICAN’ ‘tATLROAD “JOURNAL. 








NOTE TO TABLE A, 

The sum of the ascents and descents given for 
the various routes, does not take into considera- 
tion those minor undulations which sometimes 
largely increase the aggregate. 

I think it probable that when detailed surveys 
are made, it will be found that this sum for the 
route near the 47th parallel will be more increas- 
ed than those for the other routes, and that the 
sum for the route near the 32d parallel will be 
less increased than the others. 

The equated lengths corresponding to these 
sums, may give erroneous impressions. If the 
loads to be habitually carried over the roads are 
within the power of the engines over the greatest 
grades proposed, then the sums of ascents and 
descents really have little meaning or value. The 
wear and tear of rail and machinery, and con- 
sumption of fuel, would be somewhat greater on 
the road having the largest sum; but the differ- 
ence would not be worth taking into account, un- 
less there was an eqnality in all other respectsbe- 
tween the routes, 

If there are some grades so steep as *to require 
the division of the loads habitually carried over 
other portions, the cost of the éxtra locomotives, 
and of working them over those portions, will 
show the extent of the disadvantage and yearly 
cost. 

So far as any estimate has been made by me of 
the amount of work to be done on the roads, 
these sums of ascents and descents have little 
practical value, since those portions of the routes 
have been indicated where it may be considered 
advisable to use steep natural slopes with extra 
engines, to expedite the completion of the road, 
and save expensive read-bed preparation. With 
a full equipment and heavy freight business, the 
sum of ascents and descents becomes important. 

The nature of the surveys does not admit of a 
comparison of the degree of curvature on the 
several routes, 

B. 
Distance of the eastern termini of the several Pa- 
cific railroad routes to the Mississippi river, Bos- 
ton, New York, Charleston, and New Orleans, 
by railroads built, building, and projected, as 
measured on the ‘Railroad Maps.” 





1. St. Paul to Boston.............. Miles 1,316 
WE INOW PUG dads ceed cecctcccs 1,190 
tO ClatiestOt iG seis c0ts sate 1,198 
to New Orleans.......0. see. 1,198 
PE errr 4,897 

2. Council Bluffs to Rock Island, ( Miss. riv- 
GRY sane nees cocucare 267 
00 BOBO. cies sede cies Ue 1,374 
to New York.... .......1,252 


to Charleston.... .......1,195 
to New Orleans.... .....1,075 





Aggregate........ ....5,168 
8. Westport, mouth of Kansas, (near Fort 
Leavenworth, ) to 8t. Louis, 





(Mies: riven) vcs sinese cove 245 

£0 DOMOR once. ccccienne capes die 
WR, COCR aca uececesen cas 1,220 
to Charleston... .... ce... 1,045 
to New Orleans.... ......... 875 
ROI sane nate cssens 4,800 

4. Fort Smith, on the Arkansas, to Mem- 

phis, (Miss. river)..... 270 
WO NONE ces cdes cist ee. 1,540 
to New York.............. 1,345 
to Charleston.............. 960 
to New Orleans.... ........ 655 
BEGTOGBRG . 600 Secs tha: 4,770 
5. Fulton to Gaines, (Miss. river)......... 150 
10 BOOMER 668 ces BE AWOL 1,530 
to New York .... 2... sees eeee ..1,835 
OR NOOR: cack sauvasne anacie 950 


.@ New Orleans.... 2... cecesss. 402 


Aggregate .... .oe0 sees veee e. 4,867 


' Columbus and Hocking Valley Railroad. 

The surveys on this line of road were com- 
menced in March, 1854, under the superintendence 
of Benj. H. Latrobe, Esq. The road as lonated 
extends along the banks of the river after which 
it is named from its confluence with the Ohio, 
nearly opposite Parkersburg in Virginia, to Lan- 
caster, whence it is contemplated to be extended 
to Columbus. The length of the line to Lancaster 
is 78 miles, and its general direction from South- 
East to North-West. At Parkersburg. it connects’ 
by a bridge which is to cross the Ohio 126 feet 
above low water, with the North-Western Virginia 
Railroad. Its course is then along the banks of 
the Ohio to the mouth of the Hocking, a distance 
of 8 miles, where it connects with the Hillsborough 
road. From this point the line is very direct, 
crossing the river at several places, so as to avoid 
the windings of the stream. At Athens, 27 miles 
from the Ohio, it intersects the Cincinnati and 
Marietta Railroad; at Logan, 25 miles further, 
the Scioto & Hocking Valley ; and at Lancaster, its 
present proposed terminus, it unites with the Cin- 
cinnati, Wilmington and Zanesville line. The 
route is stated to be remarkably favorable as to 
grades and curvature, there being no grades West 
of Athens over 1314 feet to the mile; and below 
that point, of 5234 feet, the latter being cap- 
eble of a considerable reduction. The total rise 
and fall of the whole line is only 646 feet. Over 
one-half of the entire distance is level; three- 
fourths of the: remainder are below 3314 feet; 
and only about 8 miles are of the maximum gra- 
dient of 5234 feet. The shortest curve is one of 
4 degrees, or 1,433 feet radius. On the grades of 
18 feet none occur with a less radius than 2,865 
feet. About two-thirds of the whole length con- 
sists of straight line. 

It will thus be seen that the route is remark- 
ably direct and favorable for construction, par- 
ticularly above Athens, at which place on des- 
cending the valley large deposits of iron ore, coal, 
fire-clay, and building materials begin to shew 
themselves. As the direction of their transporta- 
tion will be principally up the valley, it was neces- 
sary that the grades on this part of the road 
should be of such a character as to offer the least 
possible resistence to the heavy freight business 
which is anticipated to be done by the company. 
This has been accomplished, we think, in a very 
masterly manner by Mr. Latrobe, their Chief En- 
gineer. , 

The estimated cost of the work is as follows: 


For Graduation, masonry, and bridging .. $709,812 
Tron rails and track-laying. ........ 712,500 
Buildings and water-stations....... 70,000 
Eagines and cars for transporting 

materials .... 2... eee seeese sees 15,000 
70,000 


Engineering and general expenses... 
Interest, fencing, &c., d&ic........... 85,000 
Total cost ready for equipment. . $1,662,312 
The total estimated earnings of the road for 
the second year are as follows: 


From through passengers ......... .... $108,500 
Local do. eos sége tecnee nnn 
Proight i...) secs voce sees cece «eee 120,000 


Total..... os coos coos $807,350 
The ordinary expenses are estimated at.. 130,711 


Leaving as net earnings.... .... .... $176,639 
From which are to be deducted interest on cap- 





ital as follows: 


ED 
Estimated cost of road $1,662,312 at 6 

POP CORE... .. came Sep aeie+4+04. seseuns 
Estimated cost. of Machinery $291,100 

Ob 1G POF CONE... 2. .ccs secs coc teccce SOpenO 

$128,849 
—which if deducted from the net earnings leaves 
a surplus of $47,790, after paying six per cent. 
per annum to the stockholders. 

The report of the surveys is very minutely 
drawn up; and as far as estimates can go, we pre- 
sume may ‘be relied on. Its pages are not filled 
with the gas-bubbles so often observed in docu- 
ments of this description. While holding out the 
prospect of the road’s paying handsomely, its 
construction is urged rather on the ground of the 
incidental advantages it will confer on the section 
of country through which it passes than the hope 
of very large dividends. A work thus commenc- 
ed in “truth and soberness” will most probably 
cost less from the outstart, be better managed, and 
prove a safer investment, than one where the con- 
trary course is pursued. 


$99,789 








Virginia and Tennessee Railroad, 
Epiror Ratroap Journat. 

Sir: I have been pleased to find recently in 
your valuable journal, some detailed notice of the 
Virginia ‘and Tennessee Railroad. This impor- 
tant link in the great system of railway communi- 
cation between New York, Puiladelphia, Balti- 
more, Washington City, Alexandria, Richmond, 
and Petersburg, with the lower valley of the Ohio 
and the valley of the Mississippi, has, in my judg- 
ment, never received that consideration either 
from capitalists or others engaged in railway en- 
prises, that it justly deserves. I regard it as se- 
cond in national importance, to no other of similar 
extent in the Union. For this opinion, I offer the 
following reasons: 

First, It is a part of the shortest line of com- 
munication between the Atlantic and the Ohio ri- 
ver at Louisville and the Mississippi at Memphis, 
by 200 miles ; assuming the mouth of the Hudson, 
the capes of the Delaware and the mouth of the 
Chesapeak, as the great points of comparison on 
the Atlantic coast. 

Second, Through the Lynchburg and Peters- 
burg and Petersburg and Norfolk Roads, it affords 
the West and South-west a railway communica- 
tion with the Atlantic at the best harbour on the 
coast—being always open and accessible, perfect- 
ly land-locked and secure, and having four feet 
more water than New York. 

Third, It gives to the Northwestern States, 
through the Kentucky improvements and the 
Cumberland Gap Branch, a communication some 
500 miles nearer than by New York, and 200 miles 
nearer than by New Orleans. . 

Fourth, Norfolk, the Atlantic terminus of this 
line, will be the best point for distribution of 
Western produce coastwise, as well as for foreign 
shipment. 

Fifth, This line will be free from all the ob- 
structions of ice and snow in winter, which seri- 
ously affect the business of the more Northern 
lines. 

Sixth, As a military road, this line has advan- 
tages over all others, as it passes from the sea- 
coast to the Southwest by the Tennessee ccnnec- 
tions, and to the Northwest, (as before stated,) by 
the Kentucky extensions through the very heart 
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of the Union, and would be perfectly secure from 
hostile aggression in time of war. 

With your permission, I will in a future num- 
ber, offer some considerations, going to show 
that the Virginia and Tennessee Railroad, irre- 
spective of its connections with other railroads, 
possesses of itself and within itself, all the ele- 
ments of a paying road ; that is, ifthe connections 
beyond the limits of Virginia,and which, of course 
cannot be controlled or directed by Virginia Le- 
gislation, should fail to realize the” results now 
anticipated,—the country tributary to this road, 
and within the limits of Virginia, possesses ample 
capacity to give a business to the line that will 
make returns of very satisfactory dividends to the 
stockhelders. 

SOUTH-WESTERN VIRGINIA. 
Madison and Indianapolis Railroad. 

This road, 87 miles in length, connects the cap- 
ital of the State of Indiana with Madison, the near- 
est point on the Ohio river. It was begun in 1837 
under an act of the Legislature providing for the 
construction of a system of public works by the 
State, and appropriating tor that purpose $12,- 
000,000—to be raised by an issue of five per cent. 
bonds. A Board of Public Works appointed by 
the General Assembly was instituted under whose 
management and control these works were placed. 
The undertaking was pushed forward with con- 
siderable vigor. But the termination at Madison 
being over an inclined plane of 814 feet to the 
mile, giving an ascent of 420 feet in about one 
and a third miles, the construction of the road 
over it, consumed a large amount of both time 
and money, retarding the opening of the road, un- 
til the commercial revulsion of 1842 prostrated 
the State. 

The first section of the road, from Madison to 
Griffiths, 26 miles, was opened in 1841, at a cost 
of $1,200,000. This part was laid with a T rail 
of 42 lbs. to the yard. At the same time, about 
$450,000 had been expended in grading and bridg- 
ing on the next section, extending from the ter- 
mination of the first to Edinburg, a distance of 30 
miles. 

The pecuniary embarrassments which befel the 
West, particularly the State of Indiana at this 
time, are well known. The State was unable to 
procure loans sufficient to finish her works which 
had necessarily to be abartidoned. Among these 
was the Madison and Indianapolis railroad. 

At the time ef suspension, that part of the road 
then completed yielded the State a net revenue 
of only $1,152 per annum, while the work itself 
was rapidly going to decay. In the session of 
1841-2, the Legislature passed an act authorizing 
the organization of private Companies, to which 
the various public works should be transferred for 
the purpose of completion. The terms on which 
the Madison and Indianapolis road was thus trans- 
ferred, were substantially as follows : 

1st. That the road should be completed to In- 
dianapolis by the Ist of January, 1848; on which 
condition the $450,000 expended by the State on 
the unfinished part of the road, were to become a 
grant or donation to the company. 

2nd.That the company should pay the State an- 
nually as rent for the finished part of the road the 
sum of $1,152 (that being the amount of net re- 
ceipts for 1841,) until 1844. This period was sub- 
sequently extended to the beginning of 1853. 








8d. The company might at any time purchase 
the interest of the State, by paying in the origin- 
nal bonds thereof the cost of constructing the 26 
miles—$1,200,000; and if the company should 
not ¢hoose todo so, the purchase was open on the 
the same terms to individuals or other corpora- 
tions. 

4th. The entire control of the road was to rest 
with the company, reserving to the State, how- 
ever, after 1867, the right to purchase the same, 
by paying the cost, together with 6 per cent. in- 
terest till that date, unless the dividends should 
have amounted to that sum. This last reserva- 
tion has since been set aside by the new Constitu- 
tion, prohibiting the State from holding any in- 
terest in works of internal improvement. 

The new company was organized in 1842. With 
great effort and difficulty, an amount of stock was 
subscribed sufficient to complete ten additional 
miles of road. The company, at this time, were 
in a very embarrassed position; their resources 
being iimited, and their credit insufficient to raise 
means for the further extension of the road. A 
few individuals in Madison, however, stepped for- 
ward, loaned them money and endorsed their pa- 
per so that they were able to purchase flat bar 
iron sufficient to lay 13 miles from Griffith’s sta- 
tion, making 39 miles in all, in operation. The 
business soon began to increase so greatly in con- 
sequence of this addition, that the public began 
to feel the certainty of the road becoming a pro- 
fitable investment,on its completion to Indianapo- 
lis. 

In 1845, a loan of $50,000 was negotiated in 
New York, on the seven per cent. covertible bonds 
of the company. This load was about the first 
Western Railroad loan taken in New York. In 
the following year an additional lean of $100,000 
was negotiated. Subsequently the whole of these 
was converted into the stock of the company.— 
These loans, together with a sale of stock at par 
enabled the Directors to complete the work within 
the time specified by law. The rolling stock, how- 
ever, was very defective,—the inclined plane be- 
ing worked with horse-power—while the compa- 
ny were entirely destitute of machine shops, en- 
gines houses, water-stations, &c. 

In 1848, the capital stock was increased $300,- 
000, to take up 28 miles of flat-bar and substitute 
T rail, and to provide motive power and rolling 
stock. In the following year, a further addition 
was made to relay the remaining 40 miles with 
the heavy rail, and provide the necessary ground, 
buildings, and other fixtures, which was accom- 
plished in 1850 and 1851. Large buildings were 
erected at Madison and Indianapolis for depots, 
machine shops, engine houses, &c.; wharves were 
censtructed and grounds purchased to facilitate 
the shipment of produce at Madison, and a union 
track built at Indianapolis to connect this with 
other roads centering in this point. In 1851, the 
largely increased business of the company render- 
ed a further issue of bonds necessary to thorough- 
ly equip the road. This was made to the extent 
of $250,000, bearing seven per cent. interest, and 
convertible after May, 1853. The expenditure of 
this sum put the company in a good condition, 
enabling them to supply sufficient engines, cars, 
&c. rm 
During the Legislative session of 1851-2, a bill 
was passed, selling to the company all the right, 
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title, and interest of the State in the road for 
$600,000 in the two and a half per cent. stocks of 
the State, or $800,000 in money—the payment to 
be made in four annual instalments from 1854 to 
1857 inclusive. This proposition the company 
promptly accepted, and the contract was execut- 
ed. The first payment of $100,000 was made in 
1821 out of the surplus earnings of the road, af- 
ter paying a dividend of ten per cent. 

The same act required the company to con- 
struct, within four years, a new termination at 
Madison in order to avoid the inclined plane at 
that place. For this purpose, they resolved upon 
a new issue of bonds to the amount of $200,000 
similar to those already issued, making the entire 
indebtedness of the company, at this date, $450,- 
000, on a capiial stock of $1,650,000. 
~ The following statement shows the receipts and 
expenditures of the company, from the date of or- 
ganization till 1851. 





cevececeeee $60,053 48 
PR vince cons eves cone ose 101,014 79 


BOE pove 600.0000, 0000 098 156,653 24 
MEP Cns 0680 cave vee0 sis 212,125 85 
BR uh on, 40 0 gene cone eys 247,920 34 
BE shis. does onion codneut 296,700 73 
oe 886,068 80 


Total... 0... 24. cee. soos «. $1,460,537 28 
Expenditures in 1845.. $47,415 64 
1846.. 62,202 52 
1847.. 91,669 45 
1948.. 123,405 69 
1849.. 188,682 81 
1850.. 157,689 75 
1851.. 158,080 60 
- $769,146 46 


Wet Gale 0.0 cece cece coe cove $691,390 77 

Out of which, dividends of ten per cent. had 

been annually declared since 1846, except in 1850 
when one of nine per cent. only was paid. 

At the time of commencing this work, the 
greater part of the line extended through a mere 
wilderness. Since its construction, the country 
has rapidly filled up with population, and 
otherwise been improved in a corresponding de- 
gree. 

The earnings of the road for 1852 were $516,- 
414 52, of which the ordinary expenditure was 
$282,225 01, and the interest on bonds $29,240.01 
leaving as net earnings $204,949 50, out of which 
two dividends of five per cent. each were declared 
The works sustained some damage this year from 
a heavy freshet which occurred in December. A 
large amount reckoned under the head of running 
expenses, was used in making permanent improve- 
ments on the line of road and its machinery; while 
aheavy force was employed on the new route in- 
to the city of Madison. 


The year 1853 was not so favorable to the busi- 
ness of the company, their earnings having reach- 
ed $441,159 78 only, showing a decrease of $75,- 
000 from the previous year, while the expenses 
amounted to $299,655 91, leaving as net earnings 
$141,508 87. Out of this a dividend of five per 
cent. in cash was paid in June, and the remainder 
having been spent on construction, a scrip dividend 
of eight per cent. payable, with interest, after 
three years, was declared on the last six months’ 
earnings. Several causes coatributed to reduce 
the gross receipts, among whi, 4 may be mention- 
ed the opening of more direué ¢>tomunications 
between Cincinnati and Indianapolis, the reduc- 
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tion of fares consequent on thé increased compe-|le proposed to take up the track and use the 


tition, the partial failure of the crops in the West, 
and the state,of the Ohio river which was un- 
pavigable the greater part of the year. 

In September, an arrangement for consolidation 
with the Peru and Indianapolis company was en- 
tered into, to take effect on the first of January 
following. As this turned out to be rather a short- 
lived union, having been dissolved in the ensuing 
fall, it is unnecessary for us to state the particu- 
lar terms and conditions on which it was consum- 
mated. 

A running arrangement was made with the 
Jeffersonville road in October, which went into 
operation shortly afterwards, 

The condition of the money market and the 
high prices of labor led the managers to suspend 
operations at Madison for part of the year. The 
report for 1853 showed that there had been ex- 
pended on this work $277,760. The estimated 
amount required for its completion was $115,006. 

Previous to consolidation, the liabilities of this 
company stood thus: 


Capital stock...... ddihe vewcesQhOhe neo 








Seven per cent. mortgage ‘bonds..... .. 600,000 
ME I akc menee sedan auea was 39,000 
Domestic bonds. .... .c0 cece sees cece 2,300 

Rebbe sii va cs dvds ievoWieatindt $2,288,800 


The receipts on the Madison division of the 
road for the six months ending June 30th amount- 


OD Ris da skectins nn6s ated eat te $145,821 04 
94,649- 85 





IRGC CREMIRED 5006. cscs cece atas $51,171 19 
No dividend was declared out of this sum, the 
managers having spent considerable sums in re- 
pairs, aud taken up four or five miles of the old 
track which was re-laid with new iron. On both 
passengers and freight, a large diminution had 
taken place, owing to competition from other roads, 
The company made an extra effort, by the pur- 
chase of two steamers to run in connection with 
their line; but were obliged to abandon the at- 
tempt, owing to the heavy expenditure connected 
with it. 
At date of last report (June 30th) the liabilities 
of this company were: 
Capital stock........ 


0 once oc ccc coon a OeemOe 
Seven per cent. mortgage bonds..... .. 600,000 
Seven per cent. income bonds solds... 316,000 
ne 2,300 
Bills and accounts payable, say....... 185,765 
Scrip dividend, due Jan’y, 1857....... 131,816 


Indebtedness to State..... ........... 354,000 








$3,237 381 

It has already been stated that of the mortgage 
bonds, $350,000 were applied to the construction 
and equipment of the road, and $250,000 to the new 
terminus at Madison. The income bonds issued 
amounted to $600,000, which are secured by a 
second mortgage upon the entire line of the road. 
Of these there had been sold, at date of report, 
$316,000. The remainder were deposited as col- 
lateral security or unsold. Of the floating debt 
the sum, of $122,819 was contracted on actouiié 
of the Columbus aud Shelby road, for iron and 
other necessaries, leaving the floating debt of the 
Madison road proper $62,946, in addition to the 
scrip dividend payable in 1887. ~ 

The Shelbyville branch, which was constructed 
principally with the means and credit of the Ma- 





materials on the main line. 
The managers state their determination to de- 


ed and the road put into good order. 





Bellefontaine and Indiana Railroad, 
The company owning this road were organized 
with a capital of $2,000,000, under the General 
Railroad Law of Ohio, in 1848, The road extends 
from Galion, a village 79 miles south of Cleveland 
on the Cleveland, Columbus, and Cincinnati Rail- 
road, in a south-westerly direction to Union, on 
the Indiana State border, where it connects with 
the Indianapolis and Bellefontaine line. The en- 
tire length is 11814 miles, proceeding through a 
section of Ohio, unsurpassed for its agricultural 
wealth and resources. The first division extends 
from Galion to Marion, 201% miles, traversing a 
generally level section of country, remarkably fa- 
vorable for railroad construction, The route over 
this part is very little beyond an air line, with 
easy grades and long curves. The second divi- 
sion extending to Bellefontaine, is more difficult, 
particularly in its western part, several ridges of 
hills running at nearly right angles with the road 
in the neighborhood of Bellefontaine, and requir- 
ing the line to make a bend to the north with a 
loss of three miles in forty, the length of this di- 
sion. The maximum grade is 394¢ feet to the 
mile. Shortest curve, 1,100 feet radius. Several 
creeks and rivers have to be crossed; none of 
which, however presents serious obstacles. The 
third division extends to Sydney, a distance of 
nearly 23 miles. The country is here generally 
rolling, and in a few places, grades occur as high 
as 40 feet to the mile. At Sydney, the road cross- 
es the Miami, a stream 250 feet wide. The re- 
mainder of the road, from Sydney to the State 
line constitutes the feurth division. The length 
of this is 35 miles, being but a fraction over an 
air line. This part of the work generally traver- 
ses a level section of country, and presents hardly 
any obstacles to railroad construction. The 
whole route exceeds a direct liné by about five 
milesonly. Three-fourths of its course are either 
level, or with grades not exceeding twenty-five 
feet to the miJe; over 110 miles cunsist of straight 
line; and with only one or two exceptions, no 
curves occur with a less radius than 3,000 feet.— 
The gauge is 4 feet 10 inches. The total length 
of bridges is only about 1,100 feet, the longest of 
which cross the Big Scioto, 140 feet; the Miami, 
250 feet ; and the Loramie, 150 feet. None of the 
other streams is above 80 feet in width. 

The charter as passed originally, in 1848, was 
favorable in every respect but one—it fixed the 
Eastern terminus of the road at Marion, a point 
from which no favorable connection with any 
other road could be made. An amendmeut ob- 
tained from the following Legislature, authorized 
the work to be extended as far as Mansfield, or 
any intermediate point between it and Marion, 
thus securing the object of the friends of the 
road. : 

The Company were organized in November, 1848 
on a subscription of $50,000, nearly the whole of 
which was subscribed by the county of Shelby.— 
Shortly afterwards the people of Marion county 
voted to subscribe $100,000 to the undertaking. 





dison company, has proved a complete failure. It 


In October, 1849, the surveys which had been 


om 
iniles on the first and third divisions, were plac 
clare no more dividends till the debts are liquidat- | under contract, to be finished by the Ist of Octo- 





the following year, 





and in June 


ber, 1852. The work on these was commenced 
shortly aflerwards. In January, 1851, that part 
between Loramie Creek and the State line, was 
let ; and the remainder of the line in the following 
month. The stock subscriptions, at this date, 
amounted to $550,000. The right of way was se- 
cured ata cost of about $12,000 only, the greater 
part of it, gith the depot grounds, having been 
gratuitously conferred op the company. 

The following was the revised estimated cost 
the road made by Mr. W. M. Roberts, Chief En 
gineer, in July, 1851. 

For graduation and masony........ .. ..$482,800 
Superstructure............ nied ante 
Right of Wry....... ca¢ecssc. SD 


Buildings and Water Stations-...... 
Locomotives and cars.... .......... 


TOCA occ cue cobs cdes ode. See i PRED 
—or about $13,400 per mile. This estimate con- 
templated five miles of sidings, T rail of 60 Ibs. to 
the yard, and only temporary buildings, till after 

the opening of the road. 

The managers early in the year determined on 
an issue of bonds to secure the more speedy com- 
pletion of the work,which was done to the amount 
of $800,000. These bonds bearing date the 18th 
July, 1851, were convertible and made redeem- 
able at New York in 1866, with seven per cent. 
interest payable semi-annually. Of the whole, 
$700,000 were sold at favorable rates, the remain- 
ing $100,000 being taken mostly at par by con- 
tractors. An issue of $200,000 in bonds based up- 
on Real Estate subscriptions was also made in 
New York. The President of the road, Mr. Good- 
man, shortly afterwards made a purchase in Eng- 
land of 2,000 tons of iron rails, but which, owing 
to the lateness of the season when they arrived in 
New York, the company did not receive till the 
following spring ; thus preventing the commence- 
ment of the track-laying, till the latter part of 
May. Ten thousand tons additional were pur- 
chased during the winter, and contracts entered 
into for the chairs, spikes, &c., necessary, besides 
cross-ties, gravel and freight cars, buildings, and 
a number of first-class locomotives,—as soon as 
they should be required by the company. At the 
date of their second annual report (May 3d, 1852,) 
the aggregate capital stock subscribed amounted 
to $910,000, the finances of the company were 
said to be in a prosperous condition, and the ex- 
pectation held out that the work would be com- 
pleted by the end of that year. 

The first division of the road, 2014 miles, was 
opened for business in August following, with fa- 
vorable results; but several causes concurred to 
prevent the remainder of the line from being fin- 
ished by the time expected. Among these were 
the scarcity of labor, the prevalence of the ¢hole- 
ra in that section of the country, and the delays 
in receiving iron. The third division, from Belle- 
fontaine to Sydney was not completed until early 
in February, 1853. By the estimates of the Chief 
Engineer, the probable cost of the road was put 
down at $1,986,682, the increase being occasioned 
principally by the large equipment and better 
class of buildings seen to be necessary. 





Arrange- 
ments of a satisfactory kind were made with the 
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roads east and west, for the rece 
and _Aclivery of freight on the opening of the 
line. 

The second division completing the road as far 
as Sydney, a distance of 92 miles from Galion, was 
formally opened on on the 23d of April; and the 
whole line was completed on the 12th of July fol- 
jowing. The Indiavapolis and Bellefontaine road 
had been finished a short time previously. 

The fourth annual report, made up to 81st De- 
cember of that year, showed that the expenditure 
for all purposes had reached $2,8887951, from 
whieh deducting the value of real estate and sale- 
able materials on hand, made the actual cost $2,- 
585,769, or $21,913 per mile. The machinery 
and buildings were stated to be ample and of a 
superior kind. From the date of opening to the 
end of the year, the earnings of the road amount- 


GIG 00 0000. 0990000 seve ceceseeee $185,623 49 
And the running expenses to........ 38,255 30 


102,368 19 
84,440 00 


Left applicable to dividends.... .... . $67,928 19 
From this one of four per cent. (payable mainly 

in stock) was declared. 

_ The last annual report which has just been pub- 

lished, shows the earnings of the road for the 

year, ending December 31st, 1854, to have been 


-From Passengers and extra baggage. $116,127 31 
S Breight .... 2200 eves cece sees 118,951 84 
«Mail and Express............ 7,981 37 


$288,010 02 
Of which the ordinary expenses 
amounted to 


For running trains.... .. .$28,370 97 
For repairs of road, bridg- 





Leaving as net earnings...... 
From which deducting 6 months’ in- 
terest on bonds........ .......... 








CB, BL vce so0e.cc002-2- 20,200 68 
For repairs of rolling 
MG RE Ss tons hbiule Soc0 26,151 98 
For fuel, oi] and waste... 19,668 00 
For depot and station ex- 
Penses .... 2.2. .0-..-., 12,042 82 
For office expenses and 
SS ee: 8,911 20 
For sundries, as loss, tele- 
graph, &c.........0.. 8,071 95 
———_ 123, 8,417 48 
Net receipts .... .... ws. ++. $114,592 64 
From which were paid 
For Interest on 7 per cent. © 
Mortgage bonds.... .. .$65,370 00 
For Interest on 7 per cent. 
Income bonds...... «+. 18,930 00 
For Loans and Exchange 
TERED ancy ceive cece cece 856 44 
For Taxes.............. 11,183 88 
———— 81,339 77 


Leaving a8 surplus.... ........$83,252 77 
During the year the managers expended $124,- 
028 18 on “construction,” in ballasting the road, 
completing and furnishing repair shops and sta- 
tions, and for additional rolling stock. The great- 
er part of the line is now laid with ballast. A 
large and commodious Engine House and Repair 
Shop, 150 feet in diameter, has been erected at 
Galion, and a Blacksmith Shop 50 by 90 feet.— 
The Repair Shop is 225 by 65 feet. One-fourth 
of these buildings is the property of the Cleve- 
land, Columbus and Cincinnati Railroad compa- 
ny. The B. & I, company own no warehouse on 
their line, except one at Bellefontaine, which they 
have leased out at a yearly rent of $500 ; prefering 








to leave venbenting eal compete and commission to, private 
enterprise. Ample freight accommodations are 
provided all along the line; but those for passen- 
gers are said to be very defective at several 
places. <A thorough examination of the accounts 
has been made, and the new statement made out 
shows the cost of the work to be $2,805,821. The 
length of the road, including sidings, is 128 miles, 
making the cost per mile $21,920 which is con- 
sidered as low as a work of that character can be 
built for. The earnings for the year have been 
much lower than was anticipated ; but this is ac- 
counted for by mere temporary causes, as the 
Erie troubles, the failure of the wheat crop, the 
condition of the Ohio and Pennsylvania road 
which was, for a considerable time, unable to for- 
ward their freight, and the want of a through line 

tween Terre Haute and St. Louis. It is hoped 
that these obstacles will be removed, and that 
the road will receive that amount of business 
which, from its excellent location it deserves.— 
The propriety of assisting the direct line, running 
from Terre Haute to St. Louis, is recommended 
to the stockholders. Owing to these causes of 
depression, it is stated, there is not a probability 
that a dividend can be made in 1855. 

GENERAL ACCOUNT. 


Dr. 
To Capital Stock .... .... ...... ++. $1,881,598 91 
To Seven oe cent. First wonlgnee 
Beds ...00-v000;0 791,000 00 
To Seven per cent. Real "Estate 


SOMES: Seine suseees 200,000 00 
To Seven per cent. Income Bonds.. 199,000 00 
Floating Debt, (net amount).. 70,612 10 
Net Earnings.... ses. .es..0+0. 101,180 96 





$3,284,891 97 
Cr. 


By Construction, Equipment, and 
BUGIS 6.0 00 056 ons 000-00 05000 « $2,805 821 46 
By Unsold Real Estate (mortgaged) 158,277 00 
By Bonds, Mortgages, and Cash in 
hands of Trustee.... .... ....... 61,528 32 
By Unincumbered Real Estate.. 53,901 00 
By Stock Col., Piqua, and Ia, R. R. 
Co 


96.00.0099, 0nee necerence Seneas 10,000 00 
By Dividends and interest on stock. 117,558 64 
By Materials and supplies on hand. 27,841 68 
By Cash on hand.... .... ..0. woe 8,468 87 








$3,243,391 97 

The officers this year are—James H. Godman, 

President; J. M. Townsend, Secretary; W. W. 

Conklin, Treasurer ; and.W. M. Roberts, Chief}. 

Engineer. The names of the other Directors are John 

Mills, Robert H. Canby, Henry Weck, W. 8. C. 
Otis, 8. Chamberlain, and E. T. Sterling. 





Detroit, Monroe, and Toledo Railroad. 

We observe that the citizen of Monroe are go- 
ing to work in good earnest in subscribing to the 
stock of the above road. Fifty thousand dollars 
have already been taken in that one place con- 
taining a population of little over 5,000. 

The original understanding was, that the citi- 
zens of Detroit, Monroe, and Toledo should each 
take $25,000 stock in the concern; but as the 
people of Toledo have declined to do their share, 
the inhabitants of Monroe have come up manfully 
to the rescue, having subscribed and paid their 
assessments on the sums to be raised in both plac- 
es. 

We hope soon to hear of the people of Detroit 
following the worthy example of Monroe. We see 


no reason why such an important connection as 
the above line will be, should not prove a good 
investment. 








a 
aye The American Railroad Journal $5 per.annum in ad. 
vance, Advertising per annum $1°25 per line, 

Railway Map of the United States showing all the Railways 
in operation, progress and projected—on rollers $8—pocket 
edition, by mail, $1. 

Johnson’s Routes to the Pacific with Maps, $1. 

Lyon’s Tables of Excavations and Embankments, $1°50, 

A copy of the pocket edition of our new Map, corrected to 
1st January, will be given to each new Subscriber and to each 
of the others who have paid up to Jan’y 1st, 1855 ; also to 
those who have not yet paid, as fast as they pay up. 

Please address AMERICAN RAILROAD JOURNAL, 

Office 9 Spruce st., New York, 

Our Subscribers in Great Britain entitled to Maps will obtain 
hem by calling on our Agents, Messrs, ALGAR & STREET, 
11 Clements Lane, Lombard st., London, who also have them 
for sale. 

The pocket edition of our Railway Map mayalso be found 
at the office of Mr. THos. M. Casu, No. 80 South 4th st., Phila- 
delphia at the book store of Messrs, TayLor & Maury, Wash- 
ington, D. O., and Ipz & Durron, Boston. * 








American Railroad Journal. 





Saturday, April 21, 1855. 








Ohio and Mississippi Railroad. 

We gave last week a brief statement of the ar- 
rangement entered into between the Ohio and 
Mississippi, and the Indiana and Cincinnati rail- 
roads, by which the latter are enabled to extend 
their road into Cincinnati. The arrangement ap- 
pears to be mutually and equally beneficial. Its 
object is to allow, what was designed to be pre- 
rented by the adoption of the broad gauge,—the 
introduction of the cars of other roads upon the 
former. To effect this object, the Indianapolis 
and Cincinnati company put down a ¢hird rail at 
an expense of about $100,000. On the Illinois 
division a third rail is being laid down for a dis- 
tance of sixty miles, to accommodate the Illinois 
Central Railroad. If the business passing over 
the Ohio and Mississippi railroad is to be done on 
the narrow gauge, why not adapt the gauge of the 
road to the requirements of business, and not in-, 
cur the enormous expense of a new superstruc- 
ture? What a commentary are the above acts of 
the Ohio and Mississippi company upon ‘their pre- 
vious policy. We ask whether it would be better 
to take the money which it cost to put down the 
third rail, every cent of which might be saved 
by reducing the gauge, and apply it to the com- 
pletion of thisroad? It will take 4,500 tons of 
iron to lay the third rail now going down. This 
iron on the ground is worth $800,000. It will 
cost at least $100,000 to lay it. Four hundred 
thousand dollars are thus being sacrificed to per- 
petuate one of the greatest follies ever perpetrated, 
—a folly the effect of which is to drive business 
away from the road, and which can only be re- 
covered by supplying suitable accommodations 
for its transit. The action of the two companies 
for the purpose of accomplishing what the Ohio 
and Mississippi Railroad failed to do, would, we 
should think, open the eyes of the people of Cin- 
cinnati. They have been humbugged long enough 
by Mitchell and his associates. Whatever he does 
only resultg,in mischief. We ask the company to 
explain why the Eastern division of the road is to 
cost more than Mitchell contracted the whole line 
for? Why has this cost gone in little more than 
a year from nine to some thirteen or fourteen mil- 
lions? So long as the parties who are regarded 
as responsible for this increase, and for the profli- 
gate manner in which the affairs of the road ap- 
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pear to have been conducted, exert a potential| appoint directors in the board was provided for. 
voice in the management of their affairs, the com-| The interest on the $3,000,000 loan has regularly 
pany cannot expect to get any aid in this quarter.|been paid. Upon the subscription to the Wash- 
It would be neither safe nor creditable to help ajington Branch, she also receives a dividend and 


road in the hands of such men. 


The sooner the}a capitation tax of at least 25 cents for each pas- 


company expurgate the obnoxious persons, the|senger, leaving only the original subscription of 
better will it be for all parties The past has been|$500,000 on which she does not receive interest. 
a dead failure, the future must be improved, or it|The State appoints one-third of the board of di- 


will only repeat what has been. 





Time-Table of Roads Running West from ton Branch. 


New’ York. 

A convention of Presidents and Superintendents 
of Northern and Western railroads was recently 
held at Albany, for the purpose of arrangiog a 
time-table in which all the roads represented could 
unite. The one agreed upon included only the 


New York Central, Hudson River, Boston and 


Worcester and Western, Massachusetts, roads. 


Why no mention is made of the Erie, we are not 


informed, as we should suppose that it would have 


had a potental voice in the arrangement. We 


rectors; viz. two for the first subscription, six 
for the second, and two for that to the Washing- 
She is thus at the same time a pre- 
ferred stockholder, while retaining a powerful 
influence in the direction. The city of Baltimore 
appoints eight members of the board. By the with- 


ests of the city would not only be unprovided for, 
but consequences the most injurious to her wel- 
fare would be likely to follow. 





Lowmoor Iron. 
The superior quality of this “make” of iron, 


suppose it is expected that it will make the same|as induced its large introduction into the manu- 
time from New York to Buffalo as the Central, | facture of tires for locomotives, fire boxes, land 


and Hudson River railroads. 


and marine boilers, etc., especially those portions 


The time allowed for the trip between New York|f boilers in which the plates have to be bent, 


and Buffalo, 450 miles, is 15 hours. 


This will re-|fanged, or tortured into shape, and are exposed 


quire a running speed of nearly 35 miles the hour, | the action of intense heat. It is also extensive- 
It may have been thought necessary to adopt ly used for the manufacture of rivets, axles for 
such speed to command the Western travel, but|°'iages, gun barrels, twisted augers and polished 
we de not think this to be the tact. We believe a|!iding bits. It possesses great strength, and per- 
speed of 25 miles the hour would have attracted|4@PS no other “make” can equal it in tenacity 


just as many passengers, while the expense of and durability when made into chains. 


Its qua- 


running, according to the formula by which the|/ity is uniform, and it is unusually free from flaws 


cost of different degrees of speed are determined, 


and seams. Although this iron has been celebrat- 


is only about one half as great as at a speed of|©4 in Europe during the last century, it has but 


35 miles to the hour. We had hoped that the 
two great roads, the Erie and Central, which 
monopolize a greater part of the Western travel, 


lately been introduced into the United States. 
We learn, however, that its reputation is rapidly 
increasing with us, among manufacturers of ma- 


would have mutually agreed upon a time-table chinery of all sorts, and especially with loco- 
which, while it should have secured every facility |™otive builders, and railway companies for the 
to which the public might lay claim, would have manufacture and renewal of tires for passenger 


reduced largely the expenditures of both compa- engines. 


nies. We can see no reason why these two com- 
panies should not act in entire harmony. By far 
the greater proportion of the business of each 
38 strictly local. Both occupy commanding posi- 
tions and should set an example of good manage- 
ment, and fair dealing both with the public and 
each other. Instead of hostile attitudes, we hope 
to bee them acting in concert and harmony. 





Baltimore and Ohio Railroad, 

From a series of articles in the Baltimore Amer- 
ican, on the Baltimore and Ohio Railroad ques- 
tion, we learn that tne first subscription to the 
above work by the State was one made in 1826 
for $500,000, the city of Baltimore subscribing an 
equal amount at the same time. By an act pass- 
ed in 1835, the State made a second subscription 
of $3,000,000, the city also taking an equal 
amount. By the ninth section of this act, the 
State exacted a guarantee by which the stock- 
holders were to agree and bind the company to 
pay to the State, after the expiration of three 
years from the payment by the State of each in- 
stalment oa the subscription authorized by the 
Act, six per cent. per annum on the amount of 
money paid to the company. A separate and dis- 
tinct subscription of $500,000 was also made by 
the State to the Washington road. By several 
subsequent enactments, the right of the State to 


The sales for this latter purpose alone 
are now said to number 10,000 tires annually. 
As now imported, the best of these tires are made 
with a single weld; though numerous sets are im- 
ported in the short bars, and welded here. The 
latter are generally considered less durable and 
more subject to flaws or other defects from a lack 
of uniformity in the heat when welding. 

- These works are situated in Yorkshire, England, 
and cover a space of ten acres of land. Some 
three thousand men are employed in their opera- 
tion at an expense in wages of about $19,500 per 
week, or $1,014,000 per annum. From this fact, 
and that this iron has now become the favorite 
material among our best machinists for the pur- 
poses above named, together with the rapidly in- 
creasing demand for the Lowmoor tires of the 
single weld, we judge that it gives the utmost 
satisfaction to those parties who have tested its 
qualities. ‘ 

We do not hesitate to commend it to the favor- 
able notice of railway companies for renewals of 
their tires and for such other purposes, as they 
find it is best adapted to their necessities. Messrs. 
W. Bamey Lane & Co., 54 Cliff st., New York, 
and 9 Liberty square, Boston, are the sole agents 
in this country. They will receive orders for such 
quantities as may suit their customers and will be 
found prompt and efficient in all their business 
transactions, A-cut representing the Lowmoor 





drawal of these, the American argues, the inter-. 





————$———$—$— 
Tire of the single weld may be seen accompany... 
ing their advertisement in another column of the 
JouRNAL. . e 


East Tennessee and Georgia Railroad. 

This road is a continuation Sonth-westwardly 
of the East Tennessee and Virginia Railroad, ex- 
tending from Knoxville, the terminus of the latter 
work, to Dalton in Georgia, where it connects 
with the Atlantic and Western Railroad of that 
State. Its entire length is 111 miles. The sec- 
tion of country traversed by it, resembles substan- 
tially that through which the Virginia and Ten- 
nessee, and the East Tennessee and Georgia roads 
pass; being one long valley, or a series of valleys, 
running parallel to the coast, between the Blue 
Ridge and the main Alleghany chain, and from 
40 to 180. miles in width. The surface is gently 
undulating, and the soil very productive, yielding 
heavy crops of the different grains, but previous 
to the introduction of the railroad, so secluded, 
that the expense of transporting them to market 
precluded their exportation. In addition to the 
products of the soil, the mountain ranges contain 
extensive deposits of iron, copper, and lead ores, 
with an abundance of bituminous coal. The 
quality of the iron may be estimated, when it is 
stated that it was largely used in Pittsburg, where 
it commanded the highest price, to which place it 
had to be transported by water,—a distance of 2,- 
500 miles. Numerous streams cross the valleys, 
furnishing abundant water-power for manufactur- 
ing purposes. At Charleston, 40 miles from 
Dalton, the road crosses the Hiwassee, a naviga- 
ble stream for some miles above the bridge; and 
42 miles further and 39 miles from Knoxville, it 
crosses the Tennessee river,at Loudon,by a bridge 
1,694 feet long, and 77 feet above the water. 
These are the principal obstacles of the kind pre- 
senting themselves on the route. The grades are 
favorable, there being none of these over 86 feet 
to the mile; while the shortest curves havea ra- 
dius of nearly 3,000 feet. The gauge is 5 feet.— 
The road passes through a number of villages and 
towns, among the most important of which are 
Knoxville, Greenville, Athens, Charleston, Mary- 
ville, and Cleveland. 

The act incorporating this company was passed 
in the Legislative session of 1835-6, empowering 
them, under the name of the Hiwassee Railroad 
Company, to construct a railroad from Knoxville, 
East Tenn.,through the Hiwassee valley, to a point 
on the Southern boundary of the State, so as to 
intersect a railroad then contemplated torun from 
Augusta, Georgia, to Memphis. The capital stock 
of the company, divided into shares of $100 each, 
was to consist of $600,000 with the right to in- 
crease it to $1,500,000. On the subscription of 
$400,000, the company were authorized to com- 
mence operations. Should the latter sum not be 
subscribed by January Ist, 1838, the charter to 
beeome null and void. The road was required to 
be commenced by the beginning of 1838, and 
completed by the beginning of 1844.—the latter 
clause being subsequently extended to 1860: The 
capital stock was forever exempted from taxation, 
and their property of all kinds for 20 years, from 
date of completion. Rates of fare were not to 
exceed six cents per mile for passengers, and ten 
cents per ton per mile for merchandize, Permis- 
sion was granted, should the amount of stock sub- 
scribed be insufficient to construct the whole line, 
























to build the road from the State line TE 
nessée river only. By ati act passed in 1838, for 
encouraging works of internal improvement, the 
Governor, om behalf of the State, was authorized’ 
to subscribv one-half the cost, or.a sum not ex- 
ceeding $650,000, to the stock of the company ,— 

payment to be made in State five per cent. bonds, 
running 80 years, and taken by the company at 
par. These were to be given by the State authori- 
ties in proportion as actual payments had been 
made by private stockholders. The Governor was 
required to nominate one-half the directors, or 
nine persons annually to represent the State inter- 
est. Permission was granted to construct turn- 
pike bridges over the Hiwassee and Tennessee 


rivers, and exact ordinary rates of toll on the] - 


same. 

Operations were commenced in 1838, and con- 
tinued slowly for several years ; but, owing to the 
failure of the State of Georgia to construct her 
works to the State line, and thus afford a connec- 
tion for through business, this enterprise also 
failed at the time—not, however, until some $900, 
000 had been spent in grading and bridging, prin- 
cipally on that part of the road south of the Ten- 
nessee river. Popular clamor had been aroused, 
and charges made that the funds had been ex- 
travagantly and wastefuliy applied. To remedy 
this, the Legislature passed an act in 1848, ap- 
pointing commissioners to inspect the work and 
its valuation at the time, who after reporting to 
the Legislature; the latter body agreed, with the 
consent of the shareholders, to reduce the declar- 
ed value of the work one-half, or $450,000, the 
State and the individual stockholders losing equal 
amounts. By an amendment passed at the same 
time, the name of the company was changed to 
that of the ‘The East Tennessee and Georgia 
Railroad Company.” Permission was granted to 
extend the road within the limits of Georgia to 
Dalton, subject to the consent of the Legislature 
of that State, which was shortly afterwards eb- 
tained. The stock of the new company was in- 
creased to $2,000,000, and the time of completion 
extended to 1860. 

In 1850, another amendment was passed, requir- 
ing the Governor to loan the credit of the State, 
for the purchase of the iron and machinery to the 
extent of $350,000, for which six per cent eoupon 
bonds, running 40 years were issued, that sold at 
a handsome premium. 

Hon. A. P. Keyes, of Athens was elected the 
first President, and M. B. Pritchard of Mass., their 
Chief Engineer. e 

At the commencement of the new organization, 
there were 80 miles of the road graded in a supe- 
rior manner, an excellent railroad and turn-pike 
bridge erected over the Hiwassee river, and the 
timber for the cross-ties delivered on about 20 
miles. A contract was shortly afterwards made 
with Gen. Green for grading the remainder, and 
furnishing and equipping the whole line. Under 
this energetic contractor, operations were now 
rapidly pushed forward. Increased subscriptions 
were made to the stock, and contracts made in 
England at reasonable rates, for iron sufficient to 
lay the track. The kind and size of rail adopted 
was the T. pattern, weighing 57 Ibs. to the .yard. 
In the early part of 1850, Gen. Green retired from 
his contract, by an arrangement mutually satisfac- 

tory to himself and the company The latter as- 


Samed the ib conehoe Rae TY ‘it 5 — oe 
ly afterwards entered into a new engagement with 
other contractors. 

The work of tracklaying was commenced in 
January, 1851, the rails having been delayed on 
the passage for. some time on account of stress of 
weather. 

The General Account of the company at this 
time stood thus: 


. Dr. 
To Stock reduced April 1st, 1848, to. $454,831 00 
Stock since paidin..... 310,690 33 


ere ceeeee 


State loan.... .... vee. +0. eee 350,000 00 
Premium on do.... .... .... eee. 14,000°00 
Company’s bonds............... 48,000 00 


Company’s stock due for iron and 


transportation .... 1... 0. eee 9,000 00 
Other resources including balance 

State subscription....... ee... 55,603 88 
Amount required to be raised.... 38,073 44 


$1,280,198 65 
Cr. 
By value of road as estimated by 
commissioners 
By expenditure since April Ist, 
1848 


sees eee eee eee Ce ee ee eee 


454,831 00 


282,739 02 
By rails, locomotives, and cars pur- 


SEE cn eivedea oh stages 413,600 00 
By balance on contracts on work 
and materials, debts, &c........ 129,028 63 


$1,280,198 65 

The business of laying the track was rapidly 
prosecuted, during the following year. The con- 
tract for completing that part of the work, squth 
of the Hiwassee river, was finished in September 
at a cost but slightly exceeding the estimates of 
the Chief Engineer. Early in the year, an arrange- 
ment had been made with another contracting par- 
ty for grading, laying ties and track on that sec- 
tion between the Hiwassee and Tennessee rivers 
—payment to be made in the company’s six per 
cent bonds, running 80 years. The extension of 
the road to Knoxville was strongly urged upon 
the stockholders at their annual meeting ; and re- 
solutions in favor of the immediate commencement 
of the work were adopted. 

The road was opened for business to Fountain 
Hill, 914 miles from Dalton on the 1st of March; 
to the State line, in April; to Cleveland in the 
latter part of June; to Charleston on the Ist of 
September; and to Athens on the Ist of December 
1851. 

The earnings of the road for the first year 
were— 


From Freight... .. cc. sees seve ceccee 
st PASSED ZOTS 00.00 cece cove acces cece. GOLe OD 
Me ROD Kaas cave Save Hees sinc tccns Tee ee 


$12,700 50 
The ordinary expenditures for the same period 
amounted to about $4,492 57, leaving as profits 
$8,208 23, the greater part of which was expend- 
ed on “extraordinary” charges. Serious difficul- 
ties were experienced from the Georgia connect- 
ing line being unable to forward freight, depriv- 
ing the road, for several months in the busines 
season, of a large amount of revenue. A number 
of locomotives and cars were received. Surveys 
were made on the remainder of the line, and the 
greater part let out to contractors, the route hay- 
ing been changed from that formerly laid down 
by the old company, effecting a saving in distance 
of three miles. 
At the close of 1851, Mr. Keyes was succeeded 


. $8,636 35 


‘in the ‘Presidential office by Mr. Thomas A, Calla. 
way. 

The earnings’ of the company for the eleven 
months ending November 80th, 1852, were $57,- 
926,64, of which the ordinary expenditure amount- 
ed to $36, 921 82. 

The work was completed to Sweetwater on the 
6th of April; to Philadelphia on the 10th of May; 
and to Loudon, on the Tennessee river, 82 miles 
from Dalton, in September of that year. 

Buildings for repair shops and warehouses at 
Loudon were commenced. 

An arrangement was entered into with a steam- 
erfor conveying freight and passengers between 
the terminus on the Tennessee river and Knox- 
ville. F 

The cost of the work, at the close of 1852, was 
$1,452,634 25 of which $191,000 were covered by 
the company’s bonds. The estimated amount re- 
quired for extending to Knoxville was $544.000. 
Of this all but $48,000 had been subscribed by 
individuals along the line and by the State, the 
latter loaning the company $340,000 on the same 
terms as before. 

The earnings of the company for 1853 were $98,- 
975 18; and the expenses for the same time 
$42,821,91, leaving as net profits $54,653 22.— 
The cost of the work at date of the report for this 
year, had reached the sum of $1,770,921 for 
which the company’s liabilities were as follows: 


Capital Stock, State...............$425,500 00 

Do. Individuals.......... 475.3881 04 
Bills payable PIGaRebs.eNoe aves w ves-as 73,240 44 
Transportation .... 0... ..0. wees eee 105,765 00 
State loan.... .... cee. sees cece sees 370,000 00 
Company’s bonds.... .... «2.2 es0--- 263,000 00 
Scrip certificates.... .... .... .s0... 8,981 00 


Due to individuals..............--. 49,058 76 


$1;770,921 24 

In September, Mr. Callaway being impelled by 

private interests to retire from the service of the 

company, resigned, and was succeeded in the Pre- 
sidency, by Mr. ©. Wallace. 








Notice of New Books. 

CASES.RELATING TO THE LAW OF RAILWAYS AND 
CANALS ADJUDGED IN THE (ENGLISH) COURTS OF 
LAW AND Equity, 1835-52. From the London 
edition, 6 vols., edited by Chauncey Smith and 
Samuel W. Bates. Boston, Little, Brown, & 
Co. 

CASES RELATING TO THE LAW OF RAILWAYS AD- 
JUDGED IN THE AMERICAN courts. Vol. 1,(same 
editors and publishers). 

These two works form a very full and valuable 
library of the jurisprudence of railways. The 
“English railway cases” embodies all the English 
decisions on the subject since 1835, and an ap- 
pendix to the first volume, gives all the cases de- 
cided prior to that date, which have any bearing 
upon American law. The ‘“ American railway 
cases” contains the entire body of decisions on 
the subject in this country. The two works in- 
clude nearly one thousan cases. They will be, 
we believe, continued from time to time, as future 
decisions shall be accumulated. And they thus 
present in small compass, and at low expense, all 
that is authoritively determined in the law, in re- 
spect to the numerous rights and liabilities which 
arise out of railway traffic in all its branches. 

The editors and publishers of these works have 








certainly done good service to railway men ip 
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these publications. We think that directors and 
officers in our companies will find them. highly 
useful. A few leisure evenings resolutely devoted 
to the examination of the important cases, would 
give a man of common sense, practically familiar 
with the questions which arise in the management 
of companies, ideas on the subject of railway law 
which would be likely to serve him better than 
the off-hand advice of an average attorney. 





Journal of Railroad Law. 

COMMON CARRIERS’ LIABILITY. SPECIAL CONTRACT. 

Our readers will recollect a case reported in our 
last number as to the effect of a notice in- 
serted in a bill of lading, limiting a common car- 
rier’s liability. In that case it was held that such 
a notice constituted a special contract between 
the parties and was sufficient to limit their liabili- 
ty. A case to a similar effect has recently been 
decided ,in England where a notice in a receipt 
given by arailroad company was held to limit their 
liability. We take the report of the case from 
the 25th volume of the English Law and Equity 


Reports. 
LIABILITY OF CORPORATIONS FOR INJURIES TO THEIR 
AGENTS. NEGLIGENCE OF AGENT. NEGLIGENCE 


OF CORPORATION. 

The rule of law is now to be considered as well 
settled that where different persons are employed 
by the same principa! in a common enterprize, no 
action can be sustained by them against their 
employer on account of injuries sustained by one 


agent through the negligence of another. The 
following two recent cases explain this rule. The 
first affirms and shows the reasons of it. The 


second, a case arising in the Court of Appeals of 
this State, limits. and defines it. In this latter 
case it is held not applicable where the injury re- 
sults through the direct negligence or misfeasance 
of the principal; as where he had previous and 
sufficient notice of the defect through which the 
injury arose. 

Ryan vs. Cumberland Valley Railroad Compa- 
ny, Pennsylvania Supreme Court. Not yet re- 
ported.) 

Ryan was a day laborer on the Cumberland 
Valley railroad, and was employed with others in 
repaiting the road. The laborers boarded in 
Chambersburg, about four miles from the place 
where they were at work, and they were accus- 
tomed to ride to and from their work in the dirt 
cars. One morning while thus going to their 
work the car which Ryan was in, which seems not 
to have been fastened, tipped up and threw him 
out upon the road. He sued the company to re- 
cover damages. 

Lowry, J. The nature of the case requires the 
admission that it was the understanding of the 
parties that the hands were to ride on the gravel 
train to and from their work, and the plaintiff is 
entitled to use this fact as a part of his case. He 
cannot, however, use it as presenting the whole P 
the relation between him and the defendants. He 
was not a mere passenger on the defendant’s cars, 
because his travel upon them was really an incid- 
ent of a different relation, that of a servant, and 
this is the character in which we must regard him 
here, He was no more a passenger than is the 
coachman, or wagoner, or carter, who is in the 
employment of another. He was simply a servant, 
with the privilege of riding, as part of his busi- 








ness, in the gravel train which was ono of the ins, 


struments of his work. He could not and does 
not sue on a contract as a passenger, for that was 
not his relation; but he does sue on his true rela- 
tion, as a servant injured by the carelessness of 
his fellow servants. 

He seeks, however, to strengthen’ his position 
by the allegation and by evidence, that it was the 
duty of the engineer to see that all the cars were 
safely hooked before starting the train, and that 
his neglect in this respect is chargeable to the 
company. As a matter of fact this does not seem 
probable; yet we must examine its inference, as 
if it might be proved. 

This alleged duty did not grow out of any con- 
tract between Ryan and the company, eise the 
contract would have been charged as an essential 
and relevant bond of their relation, which has not 
been done. If it was a duty which the engineer 
owed to Ryan in any way, then the action ought 
to be against him for the breach of it. If he owed 
it to the defendants, then they alone can complain 
of its non-performance. 

The duty must, therefore, be alleged as that of 
the defendants to Ryan. In what form shall we 
put it, or how shall we define it? Is it that, 
when persons are employed to work for others, the 
employers are bound to see that the instruments 
of their works.are and shall continue in a condi- 
tion to be used with safety ? Then the coachman, 
the wagoner and the carter, who ought to know 
more about the vehicles which they use than their 
employers do, have a practical warranty that they 
are in good order, though practically we know 
that many of them are nearly worn out; the wood 
chopper and the grubber are insured that their 
axe or mattock shall not injure them by flying off 
the handle; the engineer, the miller, the cotton 
spinner and the wool carder have a guaranty for 
the accidents that may befal them in the use of 
the machinery which they profess to understand, 
and which they ought to understand so as to be 
able to inform their employers when it is out of 
order. 

If this be so, then the care and skill required of 
workmen is reduced very much below what is or- 
dinarily expected of them. If there be any dis- 
tinction between any of these cases put and the 
one in hand it is too narrow to be made the 
foundation of a new rule, or to cancel the force of 
the analogy which they afford. Certainly, such a 
duty has never been considered as belonging to 
these relations, and, therefore, it cannot be law. 
The only way left tor defining the supposed duty 
is to allege that employers are liable when any of 
those employed by them are injured by the care- 
lessness of their fellow laborers. Though this 
proposition has neyer been decided upon by this 
Court, it has often been considered elsewhere, and 
decided in the negative; (1. McMullan, 3&5; 3. 
Cush., 270; 4. Mal., 49; 5. Exch. R., 343; 6. Barb 
(8. C.) R., 231; 15. Id., 574; 2. Richardson, 456 ; 
8. Mees and W., 1; 5. Exch. R., 354; 6. Hill, 592. 
6. Cush, 74;) and we know but one case that 
seems to affirm it. (20. Ohio Rep., 415. 

The rule announced by these cases is that where 
several persons are employed to do the same 
general service, and one is injured from the care- 
lessness of another, the employer is not respon- 
sible. On what principle can a contrary rule be 
founded? The maxim sic ulere two ut alienwm non 
laedas, does not apply ; for that is the most general 


of all rules, intended to define the duties of those 
who have no other relation than contiguity, and a 
common humanity. It is intended as the general 
rule defining the general relation of man in socie- 
ty, and not any of the special relations which 
must have their own rules. Our question is there- 
fore reduced to this—what is there in the special 
relation of master and servant from which a con- 
trary rule can be deduced ? 

With us this relation is always instituted by 
contract, and as we do not find that the duty 
which is now insisted on was made a part of the 
contract, we infer that it has no existence. But it 
must be conceded that many of the relations of 
life are instituted in the most general terms, and 
that the special duties of each party are so well 
understood in society that they are left entirely 
undefined in the contract, and each is presumed to 
have undertaken them, without their being formal- 
ly specified. Certainly, no one will pretend that 
the duty here insisted upon has in this way be- 
come a part of this contract, for no one so under- 
stands it, and no one would so contract if re- 
quested. 

There is, therefore, no way left but to allege 
that the law has made it a duty of a master te see 
that his servants do not injure each other by their 
carelessness. There is no statute of this purport, 
and, therefore, the allegation must be that it is a 
part of the common law. But the common law 
consists of the general customs of the people, and 
of the maxims and principles on which they act; 
and it is conclusive, against the rule contracted 
for, that it has never been found among these, | 
and is not deducible from them. But the duty 
insisted upon is substantially one of protection 
which cannot exist without implying the cor- 
relative one of dependence or subjection. 

There is no such relation of protection and de- 
pendence between master and servant, or of con- 
fidence in the institution of the relation ; we speak 
not of master and apprentice. The servant is no 
Roman client or feudal villain with a lord to pro- 
tect him. Both are equal before the law, and 
considered equally competent to take care of 
themselves, and very often the servant is the more 
intelligent of the two. The argument that the 
law implies a warranty that one servant shall not 
be injured by the carelessness of another is only 
another way of stating the proposition that the 
law imposes the duty of protection; and it must 
be set aside by the same answer. And what would 
be the value of such arule? If it exists at all, it 
must grow out of the relation, and affect all per- 
sons standing in it; and this would change all our 
ideas concerning the relation of master and ser- 
vant. Every man must have his own business, 
whether as master or servant, and there is no bu- 
siness without its risks. Where many servants 
are employed in the same business, the liability to 
injury from the carelessness of their fellows, is 
but an ordinary risk, against which the law fur- 
nishes no protection, but by an action against the 
actual wrong-doer. It would violate a law of na- 
ture if it should provide an immunity to any one 
against the ordinary dangers of his business, and 
it would be treating him as incapable of taking 
care of himself. 

If we declare that workmen are warranted 


Jagainst such carelessness, then the law places all 





careless men, which means all badly educated or 
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badly trained men, and it places even those who 
have not acquired a reputation for care, under the 
bar at least of a partial exclusion from all work. 
And this is the ordinary result of all undue at- 
tempts to protect by law one class of citizens 
against another. It is done at a practical sacrifice 
of liberty on the part of those intended to be pro- 
tected, and to the embarrassment of the common 
business of life, by imposing upon the people a 
rule of a new and unusual character, which may 
require half a century to become fitted like a 
custom, and adapted to the customs already ex- 
isting which it does not have the effect of annul- 
ling. If this were the rule it would embarrass the 
conduct of all business, where any risk is to be 
run. How could a sailor be ordered aloft ina 
storm without the employers being liable to the 
charge that the captain had shown want of proper 
skill and care in such an order in such circum- 
stances? How could the wearied laborer be al- 
lowed to ride home with the driver without dan- 
ger that the employer should be called to account 
for an accidental tilting of the cart. } 

And such a rule could have very little applica- 
tion to great corporations, for they would immedi- 
ately act on the maxim conventio vincit legem, 
and provide against it in their contracts. But it 
would live to embarrass the more private and 
customary relations, and be the source of abun- 
dant litigation. 

Judgment was accordingly given for the defen- 
dants. 


Selden, 175.) 

In December, 1845, the plaintiff was employed 
as fireman on the Western railroad. He was in- 
jured by the bursting of a boiler on one of the 
locomotives belonging to the company. Two 
months previous to the explosion the engineer had 
on five or six different occasions reported that the 
boiler was defective. These reports were entered 
on the books of the company kept for that pur- 
pose. The Supreme Court gave judgment for the 
plaintiffs for the sum of $3,500 and the company 
appealed to the Court of Appeals. Upon this ap- 
peal the following decision was rendered by, 

* Ruceies, Cu. J. The plaintiff was injured by 
the explosion of the boiler of a locomotive engine 
on which he was employed by the defendants as 
a fireman. The boiler was defective and danger- 
ous, and iis condition in this respect was and had 
for some time past been known to the defendants 
by the reports of the engineer made on five or six 
different occasions, which were entered on the 
books of the defendants kept for that purpose, 
and the injury to the plaintiff resulted from the 
improper conduct of the defendants in using the 
engine in question thus known to be defective. 

On this statement of facts no doubt can be en- 
tertained of the liability of the defendants. 

The cases referred to, in which it has been held 
that a principal is not liable to an agent or ser- 
vant for an injury sustained by him in consequence 
of the misfeasance or negligence of another agent 
or servant of the same principal, while engaged 
in the same general business, are not applicable 
to the case now under consideration. They are 


applicable only where the injury complained of 


happened without any actual fault or misconduct 
of the principal, either in the act which caused 


the injury, or in the selection and employment of 


J 
(Keegan vs. the Western Railroad Company, 4, 


the agent by whose fault it did happen. When- 
ever the injury results from the actual negligence 
or misfeasance of the priacipal he is liable as well 
in the case of one of his servants as in any other. 
But where the injury resulis from the actual fault 
of a competent and careful agent, (as may some- 
times happen,) the fault will not be imputed to 
the principal when the injury falls upon another 
servant, as it will where it falls upon a third per- 
son; as for instance on a passenger on a railroad. 
In the case of a passenger the actual fault of the 
agent is imputed to the principal on the grounds 
of public policy ; in tl e case of a servant it is not. 
In the present case the injury is found to have 
resulted directly from the negligence or miscon- 
duct of the defendants themselves in continuing 
to use an engine having a defective and dangerous 
boiler, after notice of its dangerous condition. 
Judgment for plaintiff affirmed. 


——E 





Railroad Earnings. 
The earnings of the Erie Railroad for March 
have been made up, and are as annexed: 


Bare; WAGE. oiicisis sii cowie gid Wide vs $492,159 07 
PE AOR os on nikeh sua ciipiiecen as 466,786. 55 


Increase in“1855 .... 0.0. veces. $25,372 52 
The earnings for the past six months have 
been: 





1853-4. 1854-5. 
October ..., .......$589,675 18 $589,018 70 
November......... 461,266 15 488,818 61 
December ......... 381,203 40 454,431 00 
REF cape nven.css 837,232 56 427,836 00 
February ........ . 842,525 32 357,629 11 
MO bins Seka cans 466,786 55 492,159 07 
Total. oi. <x $2,528,688 96 $2,759,392 49 
ee erry $230,703 05 


The March earnings of the Norwich and Wor- 
cester Road continue to show a decline as com- 
pared with the same month of last year: 





1854. 1855. 
Through Travel.:..... $926 69 $423 24 
Local Travel......... 9,086 16 7,757 25 
BOOS v5 i icicnd:wncwnis 14,931 69 13,585 59 
Miscellaneous......... 1,456 00 1,700 31 
erry $26,400 54 $23,466 49 


Decrease .... cece cece 04 spa 008 OD 
The receipts of the Covington and Lexington 
Railroad for the month of March were $19,390.— 
This was mainly from passengers, there being no 
surplus products in that part of Kentucky to ex- 
port—the drouth of last year having cut off the 
crops. The receipts for April will probably reach 
$22,000. 
Receipts of the Frankfort and Lexington for 
three months ending March 31, 1855. 








JANUARY. 
1855. 1854, 

Freight.... . .. $6,072 58 
Passage ...... 9,490 60 15,564 18 $17,012 02 

FEBRUARY. 
Freight.... .. .$5,759 89 
Passage ...... 7,068 82 12,823 21 $17,753 82 

MARCH. 
Freight.... .. .$9,051 54 
Passage ...... 9,818 89 18,870 43 $22,091 90 
Total... .... «+0. .+++..47,257 82 $56,861 83 
Decrease in 1855....... 9,604 O1 
$56,861 83 


GREAT WESTERN RAILROAD. 
The earnings of the Great, Western Railroad for 





the week ending April 13th, were. .... $52,573 16 
Corresponding week, 1854........... 30,412 90 


Increase .... s.06 sees eee vee $22,160 26 
LONG ISLAND RAILROAD, 

The earnings of the Long Island Railroad, for 
the fiscal year ending 31st of March amounted to 
$302,288. Showing an advance over the previous 12 
months of over 20 per cent. or $54,677. 

The receipts of the Chicago and Mississippi 
Railroad for March were $84,783. 

The earnings of the Reading Road for March, 
are 





1854, 1855. 
Received from Coal.. .$808,485 57 $187,722 32 
Merchandise ......... 32,697 51 19,482 28 
Travel, &c.......... 24,201 25 21,880 22 
otal.... ......$360,384 83 $228,534 82 
Transportation, road- 
way, dumpage, re- 
newal fund and all 
charges .... ..... .. $165,260 55 $135,688 69 
Net profit forthe m’th. 195,123 78 92,846 13 
Net profit for previous 
three months...... 286,000 42 195,428 53 
Total net profits for . 
four months....... 481,124 20 288,272 66 


The profits for four months, ft will be seen, are 
in excess of last year, same time, $193,000, or 67 
per cent. 

NEW YORK CENTRAL RAILROAD. 

The following is a comparative statement of re- 
ceipts from passengers and freight during the 
months of March, 1854 and 1355: 


Passengers. Freight. Total. 
1855....... $218,362.17 $302,309 37 $520,671.54 
Keep oes 205,044.62 224,233.15 429,277.77 


Increase. .. $18,317.55 $78,076.22 $91,893.77 











Locomotives in Cities. 

This is a subject which we have, from time to 
time, browght to the attention of railway men 
through the Journal, and we consider it of suffi- 
cient importance to warrant its frequent discus- 
sion, until it shall be decided in favor of the ad- 
mission of steam power in the place of horses. 

It is the more appropriate just now, as within 
the last week there have been no less than two 
deaths caused in this city by the horse cars on 


caused by the passage of locomotives in the same 
space and under like circumstances. 

We observe in a New Orleans paper of recent 
date, that a new kind of fuel has been tried in 
that city, which is said to make steam without 
sparks or smoke. If such a discovery has been 
made, it will do away with the principal objection 
which has heretofore been urged to the running 
of engines in crowded thoroughfares. 

In this connection we introduce the following 
remarks from the Courier and Enquirer, which 
we commend to the attention of our citizens.— 
The arguments adduced are conclusive and to the 
point. We hope, however, soon to be able to place 
before the public some official statistics, showing 
the relative cost of hauling passengers by horse, 
and steam power on our city roads. The Harlem, 
New Haven and Hadson River companies should 
be able to furnish these as well as the relative 
losses of life resulting from each. 

The Courier and Enquirer says: 


It appears to us, that if it had been designed to 
adopt means by which the passage of a train along 





the streets could be fraught with the greatest 





our Avenue roads; a larger number than has been . 
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amount of danger to pedestrians, those now prac- 
amount oid, have, becn. selected. We. doubt 
whether, if such were their object, they could be 
improved upon. Arriving at the limits beyond 
which locomotive power cannot come, the train 
is separated into as maby different parts as there 
are cars composing it, and each car is drawn 
along the streets by four horses, the entire man- 
agement of which, together with the duties of 
brakeman, are imposed up@& one man .The horses 
are driven at a furious trot, along thoroughfares 
crowded with women and children, Each car, for 
all practical purposes, so far as life taking and 
limb maiming are concerned, is a train; and conse- 
quently, instead of the single train, efficiently 
manned, which passes through the suburbs, we 
have from six to ten, with a motive power not al- 
ways subject to control, and but poorly provided 
with managing force. That the loss of life and 
limb is not greater than it is, ismiraculous. How 
these dangers are to be avoided, without exclud- 
ing the cars from the streets, is the subject of en- 
quiry. To resort to the alternative of exclusion, 
would injuriously affect our relations with the 
north and northeast, and we believe our citizens 
will quietly submit to the danger and annoyance 
they now experience, some time longer, rather 
than urge such a measu-e. 

Some time since, a locomotive, somewhat simi- 
lar and no more objectionable in its general ap- 
pearance than a baggage car, to which the epithet 
“dummy” was applied, was placed upon the Hud- 
son River Railroad, for the purpose of supersed- 
ing the use of horses, and bringing the trains into 
the city without uncoupling the cars. If we re- 
member rightly, the management was of the opin- 
jon that the experiment would prove successful if 
persevered in. We are assured that eminent me- 
chanics expressed entire confidence in its practica- 
bility. But the Directors felt, it was stated at 
the time, that they could not go on experimenting 
without some assurance from the maonicipal au- 
thorities that the locomotive would be permitted 
to traverse the public streets through which the 
cars are now drawn by horses, after its utility had 
been demonstrated. This desired assurance could 
uot be had, and the whole enterprise was conse- 
quently abandoned. A disagreeable puffing of 
steam was caused by the engine, but if horses can 
get accustomed to din of drums and brass instru- 
ments, they might do so with respect to this noise 
of the steam. 


Assuming, then, that the invention and use of 
a locomotive of the character of which the above 
is an imperfect outline, is practicable, without 
serious danger to person or property, its advan- 
tages are the next subject for consideration.— 
First, it would remove several hundred horses 
from our streets—an end the attainment of which 
is especially desirable at this time, when they are 
so crowded as to be almost impassible. In the 
second place it would result in a vast saving of 
expense to the companies and of time to the tray- 
eller—important facts in these times of low fares 
and high speeds. The cost of the horse power in 
use on a mile or two of the Harlem and Hudson 
River Railroads in this city, to each, is about one 
hundred thousand dollars annually, while the 
traveller is often incommoded by delays resulting 
from the same cause. Thirdly, and more import- 
ant than any other consideration, the peril to life 
and limb would be decreased to a very decided 
extent. As we have said, now that the train is 
drawn into the city by horses, it is divided into 
aS many detachments as it contains cars. Driven 
along at a high rate of speed, inefficiently manned, 
the cars cannot be stopped with facility. The 
distance between them as they pass along is sufii- 
cient to induce the pedestrian to attempt crossing 
the street with one close upon him—generally in 
gteat haste, when if he should be so unfortunate 
as toslip and fall, of which he is in imminent 
danger when the streets are muddy or icy, the 
risk to which he is subjected of being crushed 
the cars or trampled under the feet of the horses, 
is a fearful one, It is plain, therefore, we think, 
that the use of a locomotive so constructed 








its fire and smoke, and much 
be imperceptible, and at the same time capable 
of drawing the whole train at once, would be far 
less objectionable than the continued repetition 
of the scenes now witnessed daily in the Bowery 
and Hudson and Canal streets. Would not the 
danger be lessened just as many times as there 
were cars in the train? Indeed, would not a lo- 
comotive be more easily managed than restive 
horses, and would it not strike more terror to the 
minds of reckless boys, who now tempt injury 
and death by passing under the very noses of the 
horses ? 

We have thrower out these considerations, in 
the hope that by attracting public attention to 
the subject, steps may be taken towards obviating 
an evil against which the pablic are muttering, 
not loudly but portentously, and which, although 
tolerated now, must before many years be lessen- 
ed or entirely suppressed. 

Virginia and Tennessee Railroad, 

Our advertising columns of this date contain a 
prospectus of the Virginia and Tennessee Railroad 
Company, in which they invite proposals or bids 
for mortgage bonds of the company to the extent 
of one million of dollars. These bonds are dated 
July 1, 1854, with interest Coupons at the rate of 
six per cent. per annum, payable semi-annually at 
the Bank of America in this city, and the princip- 
al redeemable in the year 1884. The advantages 
secured to the capitalists in the purchase of these 
Bonds, are: The guarantee of the State of Vir- 
ginia as a joint stockholder, 2d. A finished road 
to the extent of 135 miles, 38d. A bona fide capi- 
tal paid in of three millions of dollars. 

The country through which the Virginia and 
Tennessee Railroad is located embraces the coun- 
ties of Montgomery, Pulaski, Wythe, Smythe, and 
Washington. In this region there are abundant 
deposits of Coal, Iron, Copper, Salt and Gyp- 
8 





um. 

At the South Eastern terminus of the road, it 
forms a connection with the Tennessee and Vir- 
ginia Railroad, which will thus complete a direct 
Railroad communication from Washington City 
via Lynchburg, Christianburg, Abington in Virgi- 
nia, aud Knoxville and Rogersville in Teanessee, 
to the North Eastern corner of Georgia; thence 
by Railroad through Alabama to Mobile. 

A glance at the map shows that when this con- 
tinuous series of roads shall be finished, they will 
form the most direct route from Washington City 
to Mobile and New Orleans. But if, by unfortu- 
nate circumstances, the Southern line should not 
be completed, the local business on the Virginia 
road will.alone secure to it an ample revenue.— 
Upwards of five millions of dollars have already 
been expended on the road, and the unfinished 
sixty-nine miles require an expenditure of only 
$225,000 to complete them. There ‘s no doubt 
entertained, however, of the speedy completion of 
the whole Southern line of the road throughSouth- 
western Virginia, Eastern Tennessee, and from the 
extreme North to the extreme Southern point of 
Alabama. . 

The Virginia and Tennessee Railroad may be 
therefore, considered as a work fully accomplish- 
ed and as an opening to the Central and Eastern 
parts of Virginia, abundant supplies of coal, lead, 
copper and other valuable minerals. The road is 
in good hands, and the State of Virginia itself 
holding three-fifths of the stock , is bound to main- 
tain a careful insight into the management, busi- 
ness, and general results of the read. 

We have been opposed to Mortgage Bonds is- 
sued by companies in anticipation of work and 
materials to be furnished or executed; but in 
cases like the present, where the road may be said 
to be in working order, with a large capital paid 
in , and the whole controlled by citizens of expe- 
rience, ability and integrity, there can be no 
solid objection to the issue of Mortgage Bonds, 


by | especially when the statute requires, as now, the 


establishment of a Sinking Fund of one per cent., 
that will in thirty years liquidate the whole debt, 


that |—Belt, Patriot, 
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of its sound, would| Vermont, Canada and Central Ratiroads. 


The length of this important railroad line is 160 
miles, representing an outlay of $10,000,000, but 
only werth at the current prices for its securities 
$2,500,000, as will be seen below, although the 
net earnings for the year ending in July last were 
equal to nearly six per cent. on $5,000,000, 
namely: Earnings $820,119 60, expenditures 
$522,165 11, leaving the net income $297,954 49, 
being within $2,045 51 of six per cent. on $5,- 
000,000, without the advantages that will be de- 
rived in fature from the trade with Canada West 
under the new reciprocity treaty, the coming bus- 
iness with the Prescott and Ottawa Railroad, the 
advanced tariff, the increase of local traffic, and 
a saving in the expenses, which has already be- 
gun. The line is furnished with many more cars 
and engines than formerly, and can therefore per- 
form a greater amount of transportation, both of 
passengers and freight. The holders of the shares 
and bonds should reflect on these facts before 
they sacrifice their securities. 


Cost of line. Present value. 





Canada shares..1,500,000 at 66......... 990,000 
Central shares..5,000,000 at 6........ . 300,000 
First bonds..... 2,000,000 at 44......... 880,000 
Second bonds.. .1,500,000 at 22..... ....8380,000 

$10,000,000 $2,500,000 


Showing a liberal disconnt of 7,500,000, or 75 per 
cent.—Boston Courier. 
Indianapolis and Bellefontaine Railroad. 

This road is a prolongation of the Bellefontaine 
and Indiana Railroad, proceeding from the vil- 
lage of Union on the State line, to Indianapolis, 
and lying consequently within the limits of Indi- 
ana, It is 823 miles in length, and divided into 
three general sections. The first of these begins 
at Indianapolis and extends to Pendleton, 29.4 
miles, of which all but one mile consists of straight 
line. The highest grade is 30 feet to the mile for 
seven miles, the greater part of the remainder not 
exceeding 15 feet. The curvature is equally fa- 
vorable. The principal streams crossed are 
Pogue’s run, 30 feet wide; Indian creek, 70; 
Flat fork, 35; and Lick creek, 105 feet. The 
second division extends to Muncie, and is also 26.4 
miles in length, four and a half of which are of 
the maximum grade of 30 feet to the mile, and 
about the same length is curved line, the shortest 
radius of curvature being 5730 feet. The largest 
streams crossed on this part of the route are Fall, 
Dilts, and Buck creeks, being respectively 200, 
85, and 120 feet wide. The remainder of the 
line, from Muncie to Union, a distance of 29.97 
miles, constitutes the third division. Of this less 
than one mile is curved line, seven and a half 
have an inclination of 80 feet per mile, nearly the 
whole of the balance being below 15 feet. The 
only stream of any magnitude is the White river 
which is crossed three times, requiring at one 
place a water-way of 200 feet. 

On the greater part of the line, stone and tim- 
ber were found in sufficient abundance for the 
construction and maintenance of the work. 

The road was chartered in the Legislative ses- 
sion of 1847-8, with a capital of $1,000,000, in 
twenty five dollar shares. The stock might be 
indefinitely increased, An election of directors 
might take place on a subscription of $20,000 and 
payment of $5,000; and surveys, location, and 
construction proceeded with, when $30,000 were 
subscribed and $10,000 paid in. The work was re- 
quired to be commenced within five, and finished 
in twenty years. The directors were prohibited from 
putting under contract more than the amount sub- 
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scribed ; but were subsequently permitted to bor- 
row money. Profits were to be applied to the 
payment of debts, the managers having no right to 
declare dividends till these were all liquidated, and 
counties were authorized to subscribe, under cer- 
tain restrictions, The Legislature reserved to the 
State the right to purchase the road,at any time after 
60 years, by paying the cost of constructing and re- 
pairing the same, with 6 per cent. interest. By 
section 56th, the stock of the Pendleton and Indi- 
anapolis Railroad company which had _ been 
chartered in 1846, might be transferred to their 
books, if the latter company saw fit; otherwise 
the road was to commence at Pendleton, the ter- 
minus of the other company’sline. This arrange- 
ment accordingly went into operation, the two. 
interests having consolidated at an early date af- 
terwards. 

The company were organized in the beginning 
of July, 1848, Hon. 0. H. Smith being their first 
President. The work of surveying and locating 
the line was shortly afterwards commenced, and 
in October ensuing, the clearing, grubbing, and 
bridging of the first section were let on favorable 
terms. Early in the following year, the managers 
issued $20,000 of six per cent. bonds at five years, 
and $30,000 of six per cent. payable at fifteen 
years from date. The first annual report showed 
that there had been subscribed to the road by 
1820 persons 49,658 acres@f land, valued at $155,- 
449, in cash $90,425, in labor and materials $33,- 
425, making a total of 279,299. The estimated 
cost of the work, was as follows : 


Grubbing, grading, and bridging..... $163,502 00 
BD cin end onsen sneemaredarncpren. Salas? On 
Laying track and ballasting........ 175,886 25 


Buildings and rolling stock......... 280,000 00 
Contingencies, 5 per cent........... 16,969 29 


Total cost of road and equipment.$1,014,237 16 
—or an average cost per mile of $12,253 68, 

The above estimate contemplated right of way 
of 80 feet in width, substantial trestle bridges, 
and a T rail of 60 lbs, to the yard, with engines 
and cars of the most approved kind. The gauge 
was assumed at 4 feet 84¢,. being that usually 
adopted by the State. 

The »alance of the line was put under contract 
in 1849, while the grading and bridging of the 
first 28 miles were steadily progressing towards 
completion. 

In the early part of 1850, the company issued 
six per cent. convertible bonds, payable in 1860 
to the amount of $250,000. These were secured 

by a first mortgage, the previous issue having 
been secured by real estate subscriptions. 

The first section of the road was completed by 
the middle of October, and regularly opened on 
the 11th December of that year, at a cost of 
$9,359 per mile, excluding machinery. The 
work on the remaining sectiors was progres- 
sing favorably, at the same time. According 
to the third annual report, published early that 
year, the amount of subscriptions had increased 
to $480,163, about one-half of which had been 
made in real estate. Of these lands there were 
sold during the year to the value of $38,178 at 
satisfactory rates. The amount received into the 
treasury from other sources was $174,241, and 
the expenditure to date $170,674. 

The receipts of the first seven weeks after open- 
ing amounted to $3,880 91 ; running expenditure 


ings $2,185 58, or over 5 per cent. per annum on 
cost. 

A contract was made shortly afterwards with 
the Post Office authorities for carrying the U. 8. 
mails. 

The road was opened to Anderson, on the 26th 
of July , to Chesterfield, 42 miles, on the 9th of 
October following. No further advances were 
made in opening till the fall of 1852, when, 
it was completed to Winchester, 74 miles from In- 
dianapglis. The line was opened through to 
Union in January, 1858, Meanwhile the neces- 
sary buildings, equipment, &c., were proceeded 
with ; the earnings continued steadily to increase; 
while the management of the road was conducted 
in a safe and satisfactory manner. ‘ 

The last reports of this company not having 
yet come to hand, we have been obliged to leave 
the above unfinished for the present. 





Railroad Map of the United States for the 
World's Fair. 


The necessity felt: for a map of the United 
States and their territories, on a scale of sufficient 
magnitude to display distinctly whatever a good 
map should contain, induced the American Geo- 
graphical and Statistical Society to undertake, 
about a year since, the construction of the one, 
which now graces the walls of the society’s room. 
The scale is 6 inches to the degree. The map ex- 
tends from ocean to ocean, and from the southern 
shore of Lake Winipeg to the mouth of the Rio 
Grande del Norte. Its length East and West is 
about 30, and from North to South, 15 feet. Its 
grand aim was to display the vast system of rail- 
roads which now cover the Eastern States, and 
Canada, and which, from the size of the map, is 
completely attained. The value of this map is so 
universally acknowledged, that it was thought by 
the society, that they could not better accomplish 
the objects of the organization, than to have it 
thoroughly corrected, and a copy made; first for 
exhivition at the world’s fair which is soon to 
open in Paris; then to be permanently deposited, 
probably, in the Stock Exchange, London. For 
this purpose, at a late meeting of the society, a 
committee, consisting of Rev. Dr. Francis L. 
Hawks, Archibald Russell, Henry E. Pierrepont, 
Edmund Blunt and Henry V. Poor, were appointed 
to collect suitable materials, and superintend their 
compilation. The committee hold weekly meet- 
ings, and have collected a large amount of infor- 
mation not possessed when the first map was con- 
structed. The new work is already well advanced, 
and the committee hope to have it completed 
early in July. 

The expense of the first map was borne by a few 
members of the society. For the cost of the copy, 
the Editor of the Journat agreed to become re- 
sponsible, looking to the railroads for the needful. 

As the work in which the society are engaged 
cannot fail to be of very great pecuniary value to 
all our railroad companies in correctly determin- 
ing the lines of their roads and the connections 
and relations which they sustain, on a magnificent 
scale;the writer hopes that the small requisition he 
may make upon the companies for the aforesaid 
purpose, will be promptly responded to. He is 
happy to state that so far as railroad companies 
have been applied to, they warmly encourage, 





and freely aid the proposed work, | 


for the same time $1,645 88; leaving as net earn-| 


st Tohnodede Rind Georgia allroad 
“We are gratified to be able to state that the cars 
on the East Tennessee and Georgia Railroad are 
now running to Lenoir’s, six miles this side of 
Loudon, and the same distance on this of the Ten- 
nessee river. The heavily and richly freighted 
trains now pass the magnificent bridge, which 


now spans the noble Tennessee at Loudon. This 
bridge as a work of art_is pronounced by common 
consent equal, if not superior to any bridge in the 


entire South. It is indeed a magnificent monu- 

ment to the Southern enterprise, energy and util- 

ity. The Iron Horse is now within twenty-two 

miles of Knoxville, and in a very few months, we 

hope to give him such a welcome at this, the grand 

aren of four of the principal railways of the 
nion. 





Sale of Iron Works. 

The Baltimore Sun states that Brady’s Iron 
Works, in Pennsylvania, have been seld to a Bos- 
ton company for $490,000, there being included 
in the sale several thousand acres .of land, con- 
taining extensive ore and coal beds, with ore and 
coal privileges on adjoining lands, four blast 
furnaces, a large bar-iron and railroad iron rol- 
ling mill, about 200 dwelling-houses, warehouses, 
storehouses, hotel, &c.; a stock of ore, coal, pig 
metal, merchandise and implements of trade, 
valued at $80,000 ; 5,000 tuns of finished railroad 
iron, together with Western Railroad Company 
Bonds to the amount of $100,000. 


Extension ofthe Lake Shore Railread. 

The citizens of Manitowoc held a spirited meet- 
ing on the 14th inst., on the subject of extending 
the Lake Shore Road to some point in that coun- 
ty. After taking a sensible view of the impor- 
tance of the work as tending to enhance the value 
of property along the line, and to give an impulse 
to all the interests of the people, a resolution was 
adopted that it was expedient for the County of 
Manitowooc-to “loan its credit to the company in 
the sum of $300,000, if such sum be found neees- 
sary to accomplish the end proposed, previded 
said company give the county satisfactory security 
for the payment of the interest and principal of 
said loam as the same may fall due.” 

A committee was appointed to confer with the 
officers of the company as to the security they 
would offer for the bonds proposed to be issued. 


EE ee 
BACK VOLUMES AND NUMBERS 


Of the Journal may be obtained on application by letter or 
otherwise. 


iF All remittances may be made in Bank Bills, current in 
the State from which they »re sent, by Mail, at the risk of the 


publishers. 

3 500 TONS ENGLISH RAILS, 58 Ibs.. of Craw- 
9 Suay’s & Guest's make in port and to arrive 

within sixty days. For sale by 

6116 THEODORE DEHON, 10 Wall st., near Broadway, 


M, W. BALDWIN & CO., Engineers, 
BROAD AND HAMILTON STREETS, 
: Philadelphia, 


OULD call the attention of Railroad Managers, and 
W interested in Railroad Property, to their Systsm or Loco- 
are adapted to the ] 











Railroad lIren. 





with the least expense for cost of fuel and repairs 
to Road and Engine, With these objects in view and the 
result of twenty-three years practical experience in the business 
by our senior Partner we manufacture Five different kinds 
Engines and several classes or sizes of each kind. 

Particular attention paid to the strength of the machine in the 


olan and of alt the detaus. Qur long experience 
and opportunities of obtainin g: i . enables ua to ofr 
these engines with the assuraree in efficiency, economy and 
ae age they will compare favorably with those of any other 
use, 
We also to order, Wheels, Axles, Bowling Tire (to fit 
pastes witht vom Castings for ; 
every description of Ovpper Iron and Boiler work; and 


t ‘appertaining te the repair or renewal of Love 
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business in relation to Lands in Texas address 
Ts Stoo Clarksville, Red River County, Texas, and it 
will be attended to promptly. Lily 


Lithography. 


WBEISSENBORN, Civil Engineer and draughtsman 131 
G. Fulton St. up stairs; also gives his attention to the en- 





; of mac. on stone. Locomotives are 
rere rel at this esta ent on the most reasona- 
ble terms.— Orders are solicited 60.tf 





To Railroad Companies. 
COLLINS’ PATENT 
VENTILATORS, 
FOR 
- Ventilating all kinds of 
PuBLic AND PrivaTEe BuiLpings 
Railroad Cars, Depots, et 


HE Subscribers would invitet 
tention of the public to the above 
celebrated Patent Ventilator. This Ven- 





BAKER & WILLIAMS, 
No. 406 Market st., Girard Row, 
Sole Agents for Pennsylvvnia, 

2 STRICKLAND KNEASS 
Principal Assistant: Engineer P. raat 
G. h STRAUGHAN, 
Sup’t and Eng. Ohio and Indiana R. R. 
May 23, 1854. 


BONDSOF THE VIR- 
$1 000.000 GINIA AND TEN- 
NESSEE RAILROAD COMPANY—Proposals will 
be received for the whole or any part of the above 
issue of Bonds. They are dated July 1, 1854, 
and payable to bearer in the city of New York, 
on June 30, 1884, with interest Coupons attached, 
at the rate of 6 per cent. per annum, payable 
semi-annually, at the Bank of America, on the 1st 
of January and July of each year, and one half 
their amount convertible into stock of the compa- 
ny, at the option of the holder. 

These bonds are issued under the full authority 
of the stockholders, for the purpese of finishing 
and equipping the road, and they are secured by 
asecond mortgage on the road, with all the real 
estate, fixtures, and equipments, franchises, appur- 
tenances, and privileges appertaining thersto.— 
The first and prior mortgage is for $1,500,000, of 
which $1,000,000 was taken by the State of Vir- 
ginia, on the following very advantageous terms ; 
6 per cent. interest and the principal to be liqui- 
dated by payments annually of one per cent. for 
84 years, commencing on July 1, 1853.. The re- 
maining $500,000 were sold at par. 

The capital of the company is $3,000,000, three- 
fifths of which is held by the State of Virginia, 
and the whole amount paid in is $2,975,100. 

The length of the 1 oad, from the City of Lynch- 
burg to the Tennessee line, is 204 miles, of which 
186 are entirely finished and in operation. The 
remainding 69 miles require only $235,000 to eom- 
plete them, and ten months’ labor is only neces- 
sary to put the entire road into full operation.— 
There has been expended on the road about. $5,- 
000,000 in construction, rolling stock, and expens- 
es,a sum double tte amount of both mor ages 
which together do not exceed $13,000 per mile of 
road, The roaa forras a link ix the chain of roads 
which are to become probably ghe most important 
route in the Union, giving sn almost atraixht line 
from the Northern and Eastern cities, to those on 
the Gulf of Mexico aud the Aiussmssipzi, snorter- 
ing the distance more than 200 miss; and there 
is but one more link to be finished to afford a con- 
tinuous railroad transportation from the City of 
Washington to Montgomery, Ala, But independ- 
ent of the travel that will come to it as a part of 
the great South and North Line, the Virginia and 
Tennessee Railroad has a certain Jocal business of 


its own, which is clearly ascertained by the - 
ings of last oor, with ooly 86 walle opea, (9108, 
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929 79,) as being s 
the road. It passes almost its whole length 
through a region abounding with a variety of min- 
erals of the most valuable nature, such as lead, 
coal, iron, copper, salt and gypsum, all of which 
exist in great-abundance, which have been hither- 
to neglected, but which are fast being developed, 
now that they can be conveyed to market. In 
short, the prospects of the road are most flatter- 
ing, and fostered as it has been by the State, and 
supported generglly by the people of Virginia, 
with so large a cash capital actually paid in, it is 
believed no security has been recently offered of 
a better character. The Company have agreed 
to set apart one per cent. annually on the amount 
of their Bonds from the earnings of the road, as a 
Sinking Fund to meet the payment of them at 
maturity; and the stockholders have adopted as 
a line of policy, to declare no dividend excepting 
from a cash surplus, after the interest and Sinking 
Fund have been provided for. 

The terms on which the sale will be made are 
25 per cent. down, and the balance in payments 
of 10 per cent. every thirty days till all paid. If 
the whole amount is paid at once, interest to 1st 
of July to be allowed. The right of rejecting all 
or apy part of the bids is reserved, if deemed for 
the interests of the Company todoso. The bonds 
will be lodged in bank to be delivered when the 
whole amount is paid. Full information will be 
given on all subjects connected with the financial 
affairs of the Company which could be derived by 
parties wishing to offer for the bonds, and docu- 
ments and references obtained by applying to 
ADRIAN H. MULLER, Esq., No. 88 Wall st., 
New York, to whom offers must be sent, sealed 
and marked “Tender for Railroad Bonds,” on or 
before the 24th day of May next. 

JOHN ROBIN McDANIEL, Prest. 
Virginia and Tennessee Railroad Co. 

The Board of Directors are: 

HENRY DAVIS, GEORGE STUART, 
THOMAS L. PRESTON, WILLIAM A. READ, 
WILLIAM T. ANDERSON, 
and C. F. M. GARNETT, is Chief Engineer. 

I will receive sealed proposals for the above 
loan, which will remain with me unopened till 3 
o’clock P. M., of Thursday the 24th day of May 
next, to be then opened in the presence of the 
President or some ovher authorized agent of the 
Company. 

ADRIAN H. MULLER, No. 38 Wall st. 
New York, April 6, 1855. 








OFFICE OF WATER WORKS, 
Detroit, April 2d, 1855. 

Z BOARD OF WATER COMMISSIONERS of the city 

of Detroit, pursuant to an act of the Legislature of the 

State of Michigan, will receive Sealed Proposals until the 

seventh day of June next, at 12 o'clock, a.M., for a loan upon 

the credit of the city of Detroit, for the sum of Two Hundred 

and Fifty Thousand upon bonds, as follows. Fifty 

thousand dollars, payable in twenty-five years ; one hundred 

payable ia thirty years, and one hundred 

thousand dollars, payable im thirty-five years, with interest, at 

seven per cent. per annum, payable semi-annually. The princi- 
pal and interest payable in the city of New York. 

No proposal will be received for a less rate than the par value 
of such Bonds, ; 

Proposals to be directed to the “President of the Board of 
Water Commissioners of the city of Detroit,” and endorsed 
“Proposals for Loan,” EDMUND A. BRUSH, 

SHUBAEL CONANT, 
HENRY LEDYARD, 
JAMES A. VAN DYKE, 
WILLIAM R. NOYES, 

2m16 Commissioners. 





For Sale. 
B* the Baltimore and Ohio Railroad Company, 24 crate cars 
adap’ railroad 


ted to which will be sold at a rea- 
sonable price. For further information, apply to 
° oa SAMUEL J. Tyas, 
M. of M., Baltimore and Ohio R. R, Co., 


or, BRIDGES & BRO., 
64 Courtland st., New York, 


ANTED, STUDENT .c.SNGINEERING, SURVEY- 
ING and DRAUGHTING.—Four or five active 

young men. of intelligence, clever habits, and good education, 
who may desire to perfect a course of studies and gain a 
knowledge’of the above pursuits, may find an instructor ano 


19 tf 








compre antec We wn reed 


em; b: in their own hand, with references, 
Box Cumin, Sarna. Railroad 
Terms; First year, in the office and field, use of in- 








OFFICE OF THE ALA. & FLA. R. R. CO, OF PLORIDA. 
Pensacola, Florida, Feb’y 21st, 1855. 
ROPOSALS for Grading, Masonry and Bridg- 
ing of 46 miles of this road will be received 
at the office of the Company until 1 o'clock p. m. 
on the Ist day of May next. 

Maps, pfofiles, plans and specifications of the 
work will be ready for inspection on and a‘ter the 
1st of March. . 

The Alabama and Florida Railroad is desig 
to extend from the city and harbor of Pensacola 
to the city of Montgomery, in Alabama. Pro- 
posals are now invited for the portion of this road 
which lies in the State‘of Florida. 

Proposals will be recived for the work in sec- 
tions of ten miles each, or for the whole road:— 
The work to be completed within 18 months from 
the date of the contract. 

The terms of payment will be two-thirds cash, 
and one-third in Bonds of the City of Pensacola, 
or Stock of the Company, and proposals will ‘be 
received for a larger proportion of Bonds or Stock. 

The work is generally of a light order, though 
with some heavy earth cutting and several pile 
bridges. Every facility exists for prosecuting the 
work advantageously at all seasons of the year.— 
The country is elevated, rolling, well wooded and 
watered and healthy. 

Any further information desired by persons 
wishing to offer proposals for the work will be fur- 
nished at the office, or may be had by addressing 
the President of the Company prior to the day of 
letting. 

By order of the Board of. Directors, 
4t13 WALKER ANDERSON, President. 


. To Contractors. 


EADED PROPOSAL ' will be received at the 
office of the BARCLAY R. R. & COAL COM- 

PANY in Towanda, Bradford County, Pa., until 
Saturday, the 14th of April next, for the gradua- 
tion, masonry, bridging, cross-ties, &c., of about 
16 miles of railroad, extending from Towanda to 
the mines, 

Plans, specifications and profiles will be exhibit- 
ed for three days previous to the day of letting. 

The work will be allotted either in separate 
sections of about one mile each, or the whole in a 
single contract, as shall be determined after the 
bids are opened. THOS. T. WIERMAN, 

March 24th, 1856. - 2013 Eng’r. 


HE undersigned propose to change the location of their 
busin and invitegthe attention of those interests - 
which it may be an object of importance to induce the 
lishment of a manufactory of locomotive engines and cars on 
an extensive scale. J. PERKINS. 
ALEXANDRIA, March 20th, 1855. R.O.SMITH. 124t 


Benjamin W atkins, 
Architect, Engineer, and and Raijlroad B 
Builder, Port bson, Miss. 1 


CHILLED WHEELS, 


FOR 
RAILROAD CARS & LOCOMOTIVE ENGINES. 


Bush & Lobdell, 
WILMINGTON, DELAWARE. 


A® prepared to execute promptly orders to any extent, 
for their celebrated Wheels, (with or without axles,) the 
character of which is well known. 


Schenectady Locomotive Works, 
SCHENECTADY, N. Y. 
ESE Works havi en enlarged 
T one cade etlentive edanuces pepe aeniprs Fa 
chinery, are prepared to receive and execute orders for_ 
LOCOMOTIVE ENGINES snp TENDERS, 


and RAILROAD. MACHINERY Generally, with the utmost 


promptness and dispatch and in the best 









































‘and Architects. 
N ENGINEER en engaged upon a prominent 
A railroad State of New York, for the pas six 
ants exelncd archi 
Address Dettepaien, at. R. pot 11.8t 





New Works on Civil Engineering, - 


mB Silt Srastine of bres shag ap wertadhey Ngee 
roads.—By Joun O. TRautwine, Civil Engineer—3d 
tion pocketbook form, ang the Ouse 

new jontents of 
Fxcavations and Em by the aid of Diagrams.—By 
John 0. Trautwine, Civil Engineer—2nd edition with 10 Copper 


Plates. 
Price One Dollar each—postage on the Curves Three Cents— 
and on the Excavation and Embankm Six Cents. 


For sale by 
January 18, 1854. 


4,000 Tons Railroad Iron. 


ANTED.—The undersigned invites proposals for the sup- 

ply of about 4,000 tons of T or U pattern railroad iron 

weighing not less than sixty lbs to the yard. for completing 

“the Butfalo, Corning and New York Railroad” from Batavia 

to Buffalo. Proposals desired immediate: for delivery in June 

next at New York, Corning or Buffalo as may best suit the 
convenience of parties proposing. CHAS. G. MILLE 

Pres’t B. O. & N, ¥. R. BR. Co. 
Bourrawo, Feb’y 15th, 1855. 8 &t 


Notice to Contractors. 


MPROVEMENT OF THE DES MOINES RIV- 

ER NAVIGATION—Orrice or tHe Des 

Moines NavicaTion anD RaitroapD Company, 18 
William street, New York, Feb. 24, 18655. 

SEALED PROPOSALS will be received at the 
office of the Chief Engineer of this Company, at 
Keokuk, lowa, until the first day of May next, at 
10 o’clock in the forenoon, for the construction of 
the LOCKS, DAMS, and works connected there- 
with, between St. Francisville and Ottumwa, a dis- 
tance of 78 miles. 

This work consists of seven new locks and dams, 
and the enlargement and completion of five other 
locks and dams. The locks are to be 200 feet 
long and 46 feet wide, in the chamber, and to be 
built of hydraulic masonry, with cut stone face, 
and massive coursed rubble backing. 

The dams will average about 700 feet in length, 
and 11 feet lift, and will be composed of timber 
cribs filled with stone. 

The locks anéd-dams will rest on a rock founda- 
tion. 

The work will be ready for examination by the 
10th day of April next, at which time plans and 
specifications will be exhibited, and blank propo- 
sals will be furnished at the offices in New York 
and Keokuk. 

Monthly payments will be made to the contrac- 
tors, in cash, to within fifteen per cent of the rela- 
tive estimates of the Engineer. 

The company reserve the right to reject any 
proposal which is not satistactory. 

Any further information that may be desired, 
may be obtained of the President and Chief En- 
gineer, and at the offices in New York and Keo- 
kuk. 

The work between St. Francisville and the 
mouth of the river, near Keokuk, will be offered 
for letting at an early day. 

ORVILLE CLARK, President. 
E. R. BLACKWELL, 
Chief Engineer. 


Notice to Contractors. 
American and Foreign 
EMIGRANT PROTECTIVE AND EMPLOYMENT SOCIETY, 
27 Greenwich st., Feb. 14th, 1855. 
ONTRAOTORS on Public Works and on Railroads are re- 
spectfully invited to make application at the Society's Office 
for Laborers for their Works. in doing 80, we believe they 
will promote their own advantage, as well as advance the in- 
terests of the Society. Arrangements have been made in 
Europe, by which Emigrants of the best character will be 
consigned to the Society's care ; and the manner in which bu- 


WILLIAM N, 
Hall ef the Franklin Institute, 
Philadel 











siness is transacted at their Office, as it does the .n- 
terests of the employer as well as promoting the good of emi- 
grants will be highly satisfactory. The of men of 
character standing between the employer and employee, is 
sufficiently felt; and this object will bp Menced ag by 

rers, 


the services of the Society in 

Application in person to the Su tendent, Mr. J. Seymovs, 
Bor Dek Sedsaed, Dene Re te 
bere roplavee rs | 


On and after Thursday, March 29th, and until further notice 


PASSENGER TRAINS 
ie leave Pier foot of Duane street, : 
: as follows, viz :— 

Donxinx Exprsss, at 7 a.m. for Dunkirk, 

BurraLo Express, at 7 a.m., for Buffalo. 

Mai, at 8% a.m. for Dunkirk and Buffalo, and intermediate 
stutions.— Passengers by this train will connect with Express 
trains for Sy Cayuga, Canandaigua, Niagara F. and 
Rochester, and with the Lightning Lxpress Train on C:) 
Shore Railroad for Cincinnati, C &c. 

ROCKLAND PASSENGER, at 3 p.m., (from foot of Chambers 
st.) via Piewmont for Suffern’s and intergiediate stations. 

AY PasSENGER, at 4p,m,, for Newburgh and Otisville, 
and intermediate stations, 

Nieut Express, at 5 p.m. for Dunkirk and Buffalo. 

Emigrant, at 64 p.m., for Dunkirk and Buffalo and inter- 
mediate stations. 

On Sundays only one Express Train—at 5 p.m. 

These Express Trains connect at Elmira, with the Elmira & 
Niagara Falls Railroad, for Niagara Falls, at Buffalo and Dun- 
kirk with the Lake Shore Railroad for Cleveland, Cincinnati, 
Toledo, Detroit, Chteagn, etc, 

1Ltf. . O. McCALLUM, General Sup’t. 
Philadelphia, Wilmington & 
Baltimore Railroad. 
UNITED STATES MAIL ROUTE TO THE 
SOUTH AND WEST. 

Trains will leave the Southern and Western Station, corner of 
meen and Prime streets, Philadelphia, at 8 30 am, 12 45, 3 and 

pm. 


FARE BY THROUGH TICKETS TO THE SOUTH. 
From New York to Wilmington 








do do Norfolk 
From Philadelphia to Wilmin oak 
do do Norfolk 
do do « Petersburg 
do do Richmond 
FARE BY THROUGH TIOKETS TO THE WEST. 
From New York to Cincinnati.... .... ....-.-- +--+ $13 50 
io io EE entorsnitn Nake apis minim dices 14 50 
From Philadelphia to Qincinnati .................--.-. 11 00 
do do ER Raddd adnha dadaddd imoe none 12 00 
From New York to Dicieencguiimosnieancense 16 OG 
An extra charge will be msde for meals and state rooms en 
oqard th boat 8 SPAFFORD 





OGDEN & DELAFIELD’S, 
Late OGDEN & MARTIN. 
Rosendale Cement. 

are prepared to enter into arrangements fer,supplying 
our cement for public works or other pul, vses. We 
warrant the cement equal in every respect to any manufactured 
in this eountry. It attains a great degree of hardness, setts im- 
mediately under water, and is a superior article for masonry 
voming in contact with water, or requiring great strength. 
For sale in tight barrels, well papered, on application at their 
office, by OGDEN & DELAFIELD, 104 Wall st. 
The above cemeat is used in most of the fortifications building 
government Ww 


American Railroad iron. 


000 TONS T pattern about 60 lbs. per linear yard, 
now manufactured and ready for delivery at 


Pitisburgh on the Ohio river. Apply to 
LHEODORE DEHON, 10 Wail st., near Broadway. 
Nuw York, March 12th, 1805, 1L.5t 


AUBURN STEAM FORGE, 
Ausurn, N, Y.—CHAS, RICHARDSON, Proprietor. 
Manufactures 
Car and Locomotive Axles, 


STEAMBOAT AND MILL SHAFTS, 
ORANKS, CRANK PINS, CONNECTING RODS, 
Wagon Asles, Pick Azes, Crow Bars, §c., §c., 
of the best assorted Scrap Iron, and WaRRAnTz=D. [10.t 











REMOVAL. 
Ces & JESUP have removed their place of 
business to No. 70 Beaver st, 9.4t 





BUFFALO CAR COMPANY. 
THR Company having now completed their extensive Car 

Works are filling orders for the construction of PASSEN. 
GER, BOX, BAGGAGE, PLATF and CATTLE 
CARS of the most approved style and bh, The works have 
connections with the various lines of railway east and west, 
which gives them all required facilities for the delivery of cars 
in oz direction. - 

8 are respectfully solicited, address to the 
BURFALO CAR COMPANY, 

Office 87 Pearl st., Buffalo, N. ¥. 


Machinists’ Tools. 
A SUPERIOR CLASS, 


SIGNED purtonery for Railroad manufeetured 
Dy at a “ Oats Anas Ho Sey 








New York and Erie R. R. | 


114.8 








sae oe — EE 
“ff. SCHLARBAUM, - 
My _ | _ 990 Broadway corner Reade st. 
QE yErTOne, LEVEL OOMEARARG and other Mathe- 
matical Instruments with great care and for gale at 
low prices, Repairs done in the best manner, _Mtt 


To Railroad Companies, 


Bridge Builders, Merchants 
and Machinists. 


IHE undersigned contjnue to manufacture at the Tredegar 
Iron Works, Richmond, Va., Bar Iron of every description, 
Railroad Chairs and Spikes, Car and Locomotive Axles, &c, 





.&c,, and solicit a call from those in want of such articies, be- 


fore they make their purchases. 

Our iron has been used very extensively for the last 18 years 
in the construction of Government work, Railroad Fastenings, 
Bridge Bolts and other Bridge work ; and has given universal 
satisfaction. 

On this point we give a copy of a letter received from one 
well qualified to give an opinion on the subject, having a very 
arge experience. MORRISS & TANNER. 


OFFICE MASTER OF ROAD BALT. & OHIO R. B. CO, 
Baltimore, March 9th, 1855. 
Messrs, Morriss §& Tanner, Tredegar Iron Works, 
Richmond, Va. 

I take great pleasure in recommending the Bar Iron manu 
factured at your establishment to all who are in want of a su- 
perior article. I have used it in the construction of Iron 
Bridges, and also for Chairs and Fastenings for Track and feel 
free to say that for strength and finish it compares favorably 
with the best manufactured American Iron, 

3m14 W. Bouiman. Master of Road. 


$800,000 


TOLEDO and ILLINOIS, 


Lake Erie,Wabash & St. Louis 
. RAILROAD CO.’S 


FIRST MORTGAGE BONDS. 


$800,000 OF THE BONDS OF THE 
LAKE ERIE, WABASH & SI. LOUIS and TO- 
LEDO & ILLINOIS RAILROAD COMPANIES 
are now offered for sale. being the unsold balance 
of their SEVEN PER CENT. FIRST MORT- 
GAGE BONDS. 

These Bonds are part of a series of $3,400,000 
issued by the two Companies on 243 miles of road 
extending from Toledo, at the head of Lake Erie, 
in the direction of St. Louis, and following the 
Maumee and Wabash Rivers to the State line of 
Illinois, from which points communication wiil 
soon be had with St. Louis by the Terre Haute 
and Alton Railroad, and with Springfield, the 
capital of Illinois, and with the terminus of the 
Hannibal and St. Joseph Railroad on the Missis- 
sippi River, by the Great Western Railroad of Il- 
linois, now far advanced towards completion. 

The Bonds are payable on the 1st day of Au- 
gust, 1865, with interest payable semi-annually in 
New York, and are convertible into the capital 
stock of the Companies, within six years from the 
1st of August, 1853. ' 

The eost of the roads, when completed, will be 
$7,000,000, not exceeding $30,000 per mile, for a 
road built and equipped in the most thorough 
and superior manner. Of this $5,000,000 have 
already been expended on the roads, and the 
Companies are free from floating debt, and have 
the means on hand to complete 120 miles of road, 
which will be opened for use during the month of 
Jane next. 

This sum has been raised by the sale of Stock 
and First Mortgage Bonds, and $1,000,000 of 
Second Mortgage Bonds, leaving undisposed of in 
the hands of the Treasurer, $1,000,000 of the 
Second Mortgage Bonds, and $800,000 of the First 
Mortgage Bonds, amply sutficient to complete and 
equip the line. 

Without reference to the through business 
which this line must command, as the shortest 
route from St. Louis and Springfield to Lake Erie, 
it ig universally conceded that it will possess the 
largest local business of any line west of Buffalo. 
The valley of the Wabash has always been known 
as the richest portion of Indiana, and the county 
seats through all of which the line passes are the 
most populous towns to the State. 

ALBERT 8. WHITE, President. 
EDWARD WHITEHOUSE, Treasurer. 
WARREN COLBURN he wi Engineer. 


Apply to OAMMANN & Co,, 66 Wall street, 
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